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FRIDAY, JANUARY 23, 1880. 


Train Accidents in December. 


The following accidents are included in our record for the 
month of December : 


REAR COLLISIONS. 


On the morning of the 2d a freight train on the Albany & 
Susquehanna road ran into the rear of another freight which 
had stopped near Schenectady, N. Y., wrecking several cars 
and injuring three train-meun. 

On the 3d a freight train on the Nashville, Chattanooga & 
St. Louis road ran into the rear of a preceding freight, near 
Christiana, Tenn., damaging several cars. 

On the evening of the 4th a Michigan Central passenger 
train ran into the rear of an IWinois Central freight on the 
track used by both roads in Chicago. The passenger engine 
was damaged and a freight car badly broken. 

Oo the night of the 5th a coal train on the Delaware, 
Lackawanna & Western’s Utica line ran over a misplaced 
switch, at Richfield Junction, N. Y., and into the rear of a 
passenger train, which was waiting for the coal train to 
clear the track. A passenger car was thrown over on its 
side. 

On the Lith an engine on the Evart & Osceola logging 
road ran into a train of logs standing on the track, at Eva ‘t, 
Mich., wrecking the tender, and injuring two laborers who 
were riding on it. 

On the night of the Yth a passenger train on the New 
York, Lake Erie & Western road ran into a car which had 
been blown out of a siding upon the main track at Town 
Line, N. Y. The engine and car were damaged. 

On the morning of the 14th a wild engine onthe New York, 
Lake Wrie & Western road ran into the rear of a freight 
train near Addison, N. Y., wrecking the caboose. 

On the 14th a freight train on the New York & New Eng- 
land road ran into a gravel train at Hyde Park, Mass., 
wrecking several cars. 

On the night of the 15th a freight train on the Southwest 
Branch of the Pennsylvania Railroad broke in two near 
Greensburg, Pa., and the rear section ran into the forward 
one, wrecking a car Joaded with whisky. (uite a lake of 
whisky formed by the track, and it is said that all Greens- 
burg was drunk next morning. 

On the night o: the 16th a freight train on the South- 
western Branch of the Chicago, Rock Island & Pacific road 
ran into the rear of a preceding freight near Floris, Ta., 
damaging several cars, 

Very early on the morning of the 17th a freight train on 
the Chicago, Rock Island & Pacific road ran into the rear of 
unother freight which had stopped at Walcott, la., wrecking 
several cars and damaging the engine. The first train sent 
back a signal, but the engineer of the second failed to see it. 

Karly on the morning of the 18th a freight train on the 
Louisville & Nashville road broke in two near Gallatin, 
‘Yenn., and the rear section afterward ran into the forward 
ope, throwing six cars over and blocking the road five 
hours. 

On the night of the 19th a freight train on the Pennsyl- 
vania Railroad broke in two near Gallitzin, Pa., and the rear 
section afterwards ran into the forward one, wrecking seve- 
ral cars and killing a brakeman. 

On the night of the 21st a freight train on the Indianapo- 
lis, Cincinnati & LaFayette road ran into the rear of a pre- 
ceding freight which had stopped near Batesville, Ind., 
wrecking seven cars and dainaging the engine. The first 
train sent back a signal, but it was very foggy and the sec- 
ond did not 

On the 24th a passenger train on the Cleveland, Columbus, 
Cmcinnati & Indianapolis road ran into the rear of a freight 
train, which was waiting at Marion, O. The track was very 
slippery and the brakes foiled to hold the passenger train, so 
that it ran past the usual stopping place. The passenger en- 
gine and a freight car were badly broken. 

On the evening of the 26th a passenger train on the North- 
western Grand Trunk road ran into the rear of a freight 
train near Lapeer, Mich., wrecking several cars. 

On the morning of the 27th a yard engine on the Balti- 
more & Ohio ran into the rear of a local passenger train, 
which had stopped for a minute at the Bayard street cross- 
ing in Baltimore, Md, The rear car was damaged. 

On the afternoon of the 28th a freight train on the New 
York, Lake Erie & Western road raa into the rear of a pre- 
ceding freight near Ramapo, N. Y., wrecking several cars. 

On the evening of the 41st, as a passenger train on the 
Old Colony road was running some cars 
house at South Braintree, Mass., by a flying switch, the 
train was stopped too quickly, and the detached cars ran 
into it, breaking two cars badly and injuring a brakeman. 

BUTTING COLLISIONS, 


On the night of the 5th there was a butting collision be- 
tween two freight trains on the Chicago & Alton road near 
Kane, Il., by which both engine 
ly broken and one engineer killed. The collision is said to 
have resulted from a mistake in orders, 

Very early on the morning of the 6th there was a butting 


see it. 


collision between a passenger and an extra freight train on | 
Paul & Minneapolis road, near Hudson, | 


tie Chicago, St 
Wis., by which bothengines were badly damaged and the 
freight engineer hurt. 

On the morning of the Oth a freight train on the Delaware 
River Branch of the Philadelphia & Reading road ran into 
the head of a passenger train at Eddystone, Pa. Both en- 
zines and a passenger car were damaged, 

Very early on the morning of the 18tha freight train on 
the Chicago & Alton road broke in two near Gilliam, Mo., 
and the detached cars ran back down a grade and into the 


head of a passenger train. which was following, wrecking the | 


engine and several cars. The passenger engineer and a man 
riding in the caboose were badly hurt. 

On the 14th a freight train with two engines on the Vir- 
ginia & Truckee road being behind time, the conductor cut 
loose the first engine and sent it ahead to Yellow Jacket, 
Nev., where he expected to meet another freight. But 
the conductor of the other train had also sent his first engine 
ahead to do some switching, and the two met near the siding 
both being badly damaged and a brakeman hurt. 

On the night of the 19th a passenger train on the Central 
Railroad of New Jersey ran into an engine which was just 
coming out of the round-house siding upon the main track 
at Bound Brook, N. J. Both engines were wrecked and two 
passenger cars thrown from the track. It is said that the 
accident was caused by the carelessness of the engineer who 
was coming from the round-house, and should have stopped 
on the siding. 

On the night of the 26th a coal train going up the approach 
to the St. Louis Bridge in East St. Louis, Lll., broke in two 
and the detached cars ran back down the grade and into the 


into the car- | 


s and several cars were bad- | 


head of a freight train, wrecking the engine and several 
ears, and injuring six train-men badly. 
CROSSING COLLISIONS. 


Very early on the morning of the 18th an Indianapolis & 
| Vincennes freight ran into a freight train on the Belt road, 
just outside of Indianapolis, Ind., damaging the engine and 
| two stock cars and blocking the road four hours. 
| On the afternoon of the 20th a Southern Minnesota freight 
| train struck a St, Paul & Sioux City passenger train at the 
| crossing of the two roads west of Jackson, Minn, A Sioux 
| City car was upset and damaged. There was a driving 
snow-storm at the time, which made it very difticult to see 
signals. 

DERAILMENTS, BROKEN RAIL. 

Early on the morning of the 6th a passenger train on the 
Chicago & Alton road struck a broken rail near Glasgow, 
Mo., and the engine left the track, upset down a bank and 
was badly broken. The e cpress car was wrecked an‘ five 
other cars thrown from the track. The fireman was fatally 
injured, the engineer and express messenger less severely 
hurt. 

Early on the morning of the 15th a coal train on the Phil- 


ick, Pa., and 20 cars left the track and piled up ina bad 
wreck, covering both tracks and blocking the road nearly 
six hours. 

On the morning of the 25th a freight train on ‘the Ohio 
& Mississippi road struck a broken rail near Mitchell, Md., 
and the engine and 12 cars went off the track and down a 
bank, piling up in a bad wreck. 

On the 25th a passenger train on the Nashville, Chatta- 
nooga & St. Louis road struck a broken rail near Johnson- 
— Tenn., and the baggage-car was thrown from the 
track, 

On the evening of the 26th the engine and tour cars of a 
coal train onthe Montour Railroad were thrown from the 
track at Montour Run, Pa. The engine upset and was dam- 
azed., 

On the night of the 26th a passenger train on the Chicago 
& Alton road broke a rail near Berdan, Me., and the rear 


25 passengers slightly. The car caught fire and was burned 
up, with one other. The rail wasa steel one, and is believed 
to have broken as the train passed over, probably from the 
extreme cold. 

On the morning of the 29th a passenger train on the New 
York, Lake Erie & Western road struck a broken rail at the 
Y in East Buffalo, N. Y., and the baggage car was thrown 
from the track and over against a switch engine on a siding, 
breaking both badly. 
what and two persons slightly hurt. 


on: the Chicago, Milwaukee & St. Paul road were thrown 
from the track near Mendota, Minn., by a broken rail. 
of them broke loose, went down a high hank 
wrecked, and six passengers were hurt. 
DERAILMENT, BROKEN WHEEL. 
On the 5th a car in a freight train on the New Brunswick 


and was 


wheel near 
some time. 


McAdam Junction, N. B., blocking the road 


DERAILMENT, BROKEN AXLE. 


train on the Nashville, Chattanooga & St. Louis road were 
thrown from the track by a broken axle near Tullahoma, 
Tenn., blocking the road for several hours. 


DERAILMENT, BROKEN BRIDGE, 


the Missouri, Kansas & Texas road, broke through a wooden 
bridge near Durant, Indian Ter., 22 cars going down in a 
bad wreck. The cars caught fire and were burned up. The 
fireman was caught in the wreck and killed, and a brakeman 
hurt. The bridge had caught fire in some way and the tim- 
| bers were partly burned through, but the engine crossed 
| safely, the tender breaking loose and going down. 

DERAILMENT, BROKEN SWITCH-ROD. 
| 
| 
| 





On the afternoon of the 16th, a freight train on the New 
York, Lake Erie & Western road was thrown from the 
track in Buffalo, N. Y., by the breaking of a switch-rod as 
the train was passing over the switch. Several cars were 


{ 
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adelphia & Reading road struck a broken rail near Limer- | 
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misplaced switch near East Atchison, Mo. The engine went 
down a bank and the baggage car upset. The switch is be 
lieved to have been set wrong by tramps, who had been put 
off a train near there, 

DERAILMENTS, UNEXPLAINED AND MISCELLANEOUS. 

On the morning of the ist a car of a freight train ran off 
the track in Nashville, Tenn., on the transfer track between 
the Louisvilleand the Chattanooga depots, blocking the track 
three hours. 

On the afternoon of the Ist several cars of a freight train 
on the Memphis & Little Rock road jumped the track near 
Forest City, Ark., and went off a trestle into the swamp, 15 
cars being piled up ina bad wreck. The wreck caught tire 
and was burned up, A brakeman, a woman and two chil 
dren in the caboose were killed: the conductor, two brake 
men and a passenger hurt, 

On the night of the 13th a passenger train on the Addison 
Branch of the Rutland Railroad ran off the track near Lar- 
rabee’s Point, Vt., and the engine was wrecked, killing the 
engineer, fireman and the tender of the Champlain Bridge, 
who was riding down to his post on the engine. 

On the 15th a freight train on the St. Paul & Sioux City 
road ran off the track near Kasota Junction, Minn., wrecking 
several cars, 

On the morning of the 16th severalars of a freight train 
on the Indianapolis, Peru & Chicago road ran off the track 
in Jackson, Ind., blocking the road two hours, 

On the morning of the 19th four cars of a freight train on 
the Indiana, Bloomington & Western road ran off the track 


; ata bridge near Mackinaw, Jil, and went over the side of 


the bridge, making a bad wreck and injuring five persons 
who were in the caboose, 

On the night of the 19th the engine of a freight train on 
the Central Pacific road ran off the track near Reno, Nev.,, 


| blocking the road two hours. 


On the morning of the 23d a freight train on the Central 


| Pacitic road ran off the track in) West Oakland, Cal., block 


The passenger cars were jarred some- | 


On the morning of the 31st three cars of a passenger train | 


One | 


| Grande road was blown from the 


& Canada road was thrown from the track by a broken | 


Karly on the morning of the 26th five cars of a freight | 


Very early on the morning of the 21st, a freight train on | 


thrown over and wrecked, and an engine standing on an ad- | 


| joining track was damaged. 
| DERAILMENT, LAND-SLIDE, 
| Karly on the morning of the 6th, a mixed train on the 
| Allegheny Valley road ran into a Jand-slide near Reno, 
| Pa., throwing the engine and several freight cars from the 
} track, and five cars rolled overdowna bank and into the Alle 
| gheny River. The engine went into the slide and was badly 
| broken, kijling the fireman. The engineer and a brakeman 
were hurt. 

DERATLMENTS, ACCIDENTAL OBSTRUCTION. 

On the morning of the 16th, a passenger train on the Co- 
| lumbus & Hocking Valley road, ran into a tree which had 
| fallen across the track on a curve near Nelsonville, ©., 

throwing the engine and baggage-car from the track, injur 
| ing the engineer and fireman 
On the 22d a draw-bar of acarin a freight train on the 


| the running board. 


| killed 


car, a sleeping coach, was thrown from the track and badly | Black Hawk, 


wrecked, killing a passenger and the porter, and injuring | 


ing the road an hour. 

On the morning of the 24th the engine of a passenger 
train on the Colorado Central road ran off the track near 
Col. The coupling broke, and the engine 
rolled down a high bank. The fireman was thrown off and 
hurt, 

On the night of the 25th a freight train on the Seuth & 
North Alabama road was thrown from the track near 
Decatur, Ala., blocking the road all night, 

On the 26th three cars of a freight train on the Houston 
& Texas Central road ran off the track south of Denison, 
Tex., blocking the road several hours 

On the afternoon of the 26th as two freight cars were 
being “kicked” on to 9 trestle-siding at Jamestown, N, Y., 
on the Atlantic & Great Western road, they were not 
stopped soon enough, and went off the end of the trestle, 
falling 18 feet. 

On the morning of the 2th some cars of a freight train on 
the Pittsburgh, Ft. Wayne & Chicago road ran off the track 
near Ft. Wayne, Ind., blocking the road several hours. 

On the 29th a special passenger train on the Denver & Rio 
track near Denver, Col., 
ina violent gale. The train consisted of an engine, a bag- 
gage car and @ passenger car, and went down a bank, wreck- 
ing the cars and injuring Receiver Ellsworth, his wife and a 
friend, who were the only passengers. 

BOILER EXPLOSIONS, 

On the morning of the 16th the engine of a freight train 
on the Chicago, Rock Island & Pacific road exploded its 
boiler at Newton, la., wrecking the engine, killing the engi 
neer and fatally scalding the fireman. 

On the afternoon of the 23d the engine of a freight train 
on the Northwestern Grand Trunk road exploded its boiler 
when near Battle Creek, Mich. The engine was torn to 
pieces, the fireman and brakeman scalded so that they died 
in a few hours, and the engineer badly hurt. 

On the evening of the 27th the engine of a freight train on 
the St. Louis, Iron Mountain & Southern road exploded its 
boiler while standing in the yard at Texarkana, Ark., wait- 
ing to go out. The boiler was torn in two just in front of 
the fire-box, the force of the explosion being forward, so 
that the fireman in the cab was unhurt. The front of the 
engine was torn to pieces, and two men in the yard were 
hurt by flying fragments 

OTHER ACCIDENTS 

On the afternoon of the 4th. as an express train on the 
Pennsylvania Railroad was running at a very high speed 
near Rahway, N. J., both parallel rods broke, and one of 
them tore a large hole in the boiler, the other end tearing off 
The other rod broke off completely and 
stuck in the road-bed, the end breaking the steps on several 
cars. The train was stopped by the air-brakes without seri 
ous damage except to the engine 

Onthe Sth the engine of a passenger train on the Inter 
colonial road broke a connecting rod when near Salisbury, 
N. B., doing some damage. 

This is a total of 69 accidents, whereby 18 
and 72 injured. Ten 
caused injury but not death, while 45, or 65.2 per cent, of 


persons were 
accidents caused death; 14 
serious enough to be 


the whole number cansed no injury 


, recorded 


| St. Louis, Keokuk & Northwestern road, pulled out and fell | 


|}on the track when the train was near La Grange, Mo., 
| throwing the caboose down a bank, 


DERAILMENTS, MISPLACED SWITCH. 

| On the morning of the 3d 12 cars of a freight train on the 
| Wabash, St. Louis and Pacific road were thrown from the 
| track at Wildcat, Ind., by a misplaced switch. 

| Very early on the morning of the 7th, as a passenger train 
jon the Louisville & Nashville road was coming out of 
| Athens, Ala., a switch, which had been left unlocked, be- 
|came misplaced, throwing the rear trucks of the passenger 
leoach and the sleeping car off the track, the latter going 
| over on its side, but suffering no great damage. 

On the 17th several cars of a freight train on the Atlantic 
| & Great Western road were thrown from the track in the 
| yard at Salamanca, N. Y., by a misplaced switch, 
| Onthe nightof the 17th the engine and four cars of a freight 
| train of the Cincinnati, Hamilton & Dayton road, ran off 

the track on the Pittsburgh, Cincinnati & St. Louis track in 
| Indianapolis, Ind., doing a little damage. ‘The accident was 
| caused by a misplaced switch. 
| On the afternoon of the 20th the engine of a coal train on 
| the Belvidere Division of the Pennsylvania Railroad was 
thrown from the track by a misplaced switch near Vhillips- 
|burg, N. J. The engine went down a bank and was 
| damaged. 
| DERAILMENTS WITH MALICIOUS INTENT. 
| On the night of the 1st the engine and two cars of a pas- 
| senger train on the Louisville & Nashville road was thrown 
| from the track and upset near Sonora, Ky., by a tie which 
had been stuck ina cattle-guard by some person unknown. 
The road was blocked all night. : 

On the night of the 4th a passenger train on the Chicago, 


Rock Island & Pacific road was thrown from the track by a | 


As compared with December, 1879, there was an increase 
of six accidents, of t=woin the number killed, and of 14 in 
that injured. 

These accidents may be classed as to their nature and 
causes as follows : 


COLLISIONS ; 


Rear collisions ‘ covers DD 

Butting collisions Dies ‘ yas 7 

Crossing collisions... : 53 90 2 
OW 


DERAILMENTS : 

ass) chgtnbetssxearanseins<edpes s 
Broken wheel ’ tie . 1 
Broken axle = : Sian i 
Broken bridge 1 
Broken switch-rod 1 
Land-slide er i 
Accidental obstruction 4 


Misplaced switch : 5 
Purposely misplaced switch page aunt 1 
Malicious obstruction. . ; bos 1 
Ruoning off end of siding ! 
Wind..... ne evi J 
Unexplained 12 

a6 

Boller explosions 4 


Broken connecting-rod 
Total ‘ ; on 
Five collisions were caused by trains breaking in two; one 
by mistake in orders, by 
and by fail 


each by a misplaced switch, by fog 


a car blown out of a siding, by a flying switch 


ure of brakes to hold on a slippery track 
A rough division of these accidents shows that 23 are 
traced to defect or failure of road or equipment: 26 resulted 


from carelessness or errors of management: 6 were rused 
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by action of the elements, not preventable by care; 2 were 
maliciously caused, leaving 12 unexplained. 

The only broken bridge recorded had its failure caused 
by the partial burning of its timbers, the unburned portion 
not being strong enough to carry a train. 

The division according to classes of trains may be stated as 
fi | le ws 


Colli- Derail- Other ac- 
Accidents: sions, ments. cidents. Total. 
To passenger trains ........... 1 12 2 15 
To a passenger anda a: 10 ; 10 
To freight trains .... 17 4 3 44 
Tatal ..cicsctsecacs Wass 28 36 5 69 
Casualties: 
BOP er ere 2 12 4 1s 
CRFUIOS BF oss isoadeneteeanesees 16 53 : 72 
COOGS. «0 o:hsontiek ieee 5 os 65 vi 90 
The accidents were not in unusually large number for a 
winter month, which, however, was hardly a winter 
month, for unusually mild weather prevailed over nearly 
the whole country and there were no severe storms. The 


accidents due directly to the eletuents were few in number, 
and, though quite a number of broken rails are recorded, 
they can hardly be attributed to severe cold. Of accidents 
of management, misplaced switches numbered five derail- 
ments and one collision, not a very large number. The 
erbaps most frequent in the rear collisions appears 

ractice of running sections of freight trains too 
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Fig. 1. 


close together, leaving too little time to warn and stop a fol- 
lowing tain should the leading one be stalled or otherwise 
stopped unexpectedly, This, it would seem, could be avoided 
with proper care, 

For the calendar vear the record is as follows: 


Number 
of accidents. Killed. Injured, 

January och is bem a ctineaeeaee 113 23 0) 
February.... ...+. inns i ,hbacaaonh ats #8 11 75 
MOVGM ccs ccckssépetacksblvrse cbnaasted 61 14 50 
AOR. oisce tiewR ses Sprbbesdcotapeeds one 50 4 27 
May bs asale oxen Gan cithssa weed nee Cer 37 5 0 
PED ss 2:00 9.See ee nbbe sheers she eeaee . 64 18 aD 
POP cin etcsadsessh > -Saebeen pene aan 81 14 4 
August waa phd. o\ va patael hb bek 6 Ra Ren 79 19 59 
BOPVORVEL .. cccccccndessesce swnevesrcct 78 bal 47 
October seb dkbae meas.) Meda tat esee ceaies 104 i) 6 
MOVOMROOR: » iss008%s Sawn ab vekveaasewns 86 16 64 
PUOOEINON s o.acetat hep adscn. Seavhsscott ss 69 18 72 

DORI. sive iniées Havant dvick badieeids le 185 709 
TORMM, BOTB, .0viven ia 0° agen 740 04 Tob 


The averages per month in 1879 were 75.8 accidents, 15.4 
killed and 59.1 injured; in 1878, 61.8 accidents, 17.0. killed 
and 63.0 injured. : 

For the month of December last, the averages per day 
were 3.16 accidents, 0.58 killed and 2.3% injured; for the 
year 1879 they were 2.49 accidents, 0.51 killed and 1.94 in- 
jured. The average casualties per accident were, for the 
month, 0.261 killed and 1,044 injured; for the year, 0.203 
killed and 0.779 injured, 





The Explosion of the “Lehigh.” 





The Locomotive, a monthly publication of the Hartford 
Steam Boiler Inspection and Insurance Company, for Jan- 
contains an account with illustrations of the boiler 
which exploded on the Morris & Essex Railroad at Hoboken, 
N. J., Oct. 28 of last year. <A record of this explosion has 
already been published in the Railroad Gazette, and refer- 
ence to it was made in an editorial in the issue of Dec. 26, 
After the explosion the boiler was examined by Mr. 8. N, 
Hartwell, an expert in the employ of that Association, who 
mude the drawings from which the illustrations published 
herewith were engraved. 

Fig. l represents a side view of the exploded boiler, aud 
fig. 2 a section behind the dome. From these illustration s it 
will be seen that the explosion was a very remarkable one. 
A rectangular piece about 514 x 114 ft. was blown out of the 
fire-box shell on the right-hand side immediately above the 
crown-sheet. 

The dotted lines in fig. 2 represent the manner in which 
the plate is supposed to have fractured, that is, it was first 
torn loose along the lower edge, l m, fig. 1, and afterward 
entirely detached from the boiler. None of the braces or 
stays were disturbed excepting one diagonal brace which 
fastened by a foot to the piece of the plate which was blown 
out. This foot was broken off and remained attached to 
the plate. 

The reaction of the escaping steam threw the engine over 


uary, 





‘ . , : | 
upon its left side, and the engineer was killed and the fire- | 


man injured so badly that he afterward died. 

The following are extracts from the testimony of Mr. 
Henry Waterman, of Hudson, New York, an expert, who, 
we believe, way employed by the railroad company to ex- 
amine the boiler and give evidence in the case. In describ- 
ing the construction of the boiler, Mr. Waterman said : 

“The top of the furnace had crown-bars ; they are the 
bridges laid across the top of the furnace to sustain the flat 


sheet, Those things are in all boilers as I have described 
them. Hundreds and thousands of locomotive boilers have 
no other braces or su It is considered that the 


ports. 
strength of the arch pa the crown-bars at the top of the 
furnace are sufficient for all practical purposes to resist all 
strain in practical use. Braces are sometimes introduced 
from the arch running down to the crown sheet, not to 
strengthen the arch, but to assist in holding up the crown- 
sheet below. There are generally four or six near the cen- 
tre, the upper ends being riveted to the inside of the dome. 
That is the general style of bracing for holding the crown- 
sheet. In looking into this boiler, I found four rows of these 
braces [shown in figs. 1 and 2) running thrcugh the entir2 
top of the furnace, extending from the arch above to the 
crown-sheet. In addition to these brac es, there are supple- 
mentary braces running across the furnace—not generally 
used in practice, 

“Taking it as a whole, considering the thickness (5, in.) 
and supposed strength of the iron, ana the distribution of 
braces through the top of the boiler, I can safely say I never 
saw in my “whole practice a boiler in which the builder 
seemed to anticipate every strain that could be applied. If 
I had known of the construction of the boiler before the ex- 
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plosion, judging it by all the rulesknown to practical science, 
there was at least 400 per cent. of margin of strength above 
the requirements. I have made computations provided these 
braces were all taken out. The strain upon a section of a 
square inch of iron with the usual pressure allowed upon 
these boilers would be about 10,000 Ibs. to the square inch, 
or about five tons. The strength of the gvenan teller iron 
of the country is usually counted on as at least 50,000 Ibs. 
The braces themselves have shown by the explosion, as the 
boiler now stands, to be strong enough of themselves to hold 
the entire sheet, as they actually did, or the whole top would 
have gone off when the arch was broken, but the braces 
showed to be sufficiently strong to arrest the rupture at the 
first row of braces. 

‘lhe workmanship used in the manufacture of the 
boiler is faultless, for the reason that every part that relates 





Fig. 3. 


to workmanship still stands in its place intact. There is 
nothing gone from the boiler excepting a piece of the sheets. 
There is nothing to indicate any weakness in the iron, | 
now speak of the sheet generally. My attention was called 
to the trade-mark on theiron. It is ‘ Abbott’s Baltimore 
Mills.’ | have forgotten the number of the iron. It is 
marked ‘CC, H., No. 1.’ The character of the iron from that 
mill is good. I know they manufacture charcoal iron, and 
their iron is considered good by all locomotive builders. 

‘*My answers are all in reference to the iron used a few 
years since. Now steel is used. The iron used was the best 
brand. There was no evidence in the fracture that showed 
crystalization. lI examined it with a magnifier; it was the 
fine fracture that you find in refined iron. I consider the 
weakest part of the boiler the flat crown, J never saw any 
additional row of braces at the place of Sracture® * 
‘The iron in this bclbes was a trifle more then’ fy of an 
inc *, and as thick as ought to be put in a locomotive boiler. 
Strange as it may seem, thickening the iron would weaken 
the boiler, tor the reason that a certain degree of flexibility 
is absolutely required. When thicker iron is used, the iron 
is very apt to tear its joints apart by tnequal empansion of 
its parts, due to the heat. 

“The primary cause of the explosion l find it denies 
impossible to account for. There are a_ great many 
forces that are brought to bear within a boiler that act 
against each other, and that are purely latent and a matter of 
= ulation and theory, none of which have been demonstra- 
ted, and [am not prepared tosay what was the primary cause 
of the explosion, ‘The strain was uniform over the entire sur- 
face; every square inch had its pressure, I do believe, and I 
know, judging from the fold of the piece blown out [see fig. 
3). and the direction it took, that it gave way on the lower 
side and about in the middle of the sheet. " " 

‘It is most difficult to answer if any row of braces at the 
crown sheet, between the two now there, would strengthen 
it. Braces are put in to hold the crown-sheet, and do not | 


* The italics are ours, —EDITOR GAZETTE. 
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add strength externally. If there had been no braces the 
top would have gone off. * * The thing is that the iron 
had weakened at some spot bl gave way under pressure. 
A cold water test would hoor shown weakness but would in- 
jure the boiler.” 

Mr. William H. Lewis testified that the ‘‘ Lehigh” came 
on the road in 1865 and that a new boiler was built for it in 
1874. After the explosion he tested the attachment of vhe 
steam-gauge and found it all free. The safety-valve was so 
broken that he could not tell whether it was in working 
order. 

Mr. Wm. Boyle, master boiler maker of the 
Lake Erie & Western Railroad testified that: 


‘The material of the boiler was sound and the construc- 
tion good. There are more braces in that boiler than I put 
in boilers one-fifth larger. After I had examined the boiler 
I came to the conclusion that the explosion was caused by 
over-pressure. My reason for it is that the boiler did not 
give out at its weakest part, which is at the rivet holes. (The 
witness here described to the jury on the piece of the boiler 
ot the Lehigh his reason tor forming his conclusion). The 
braces put jin are to hold the top, which will expand and 
contract at the arch of the circle. We have had boilers give 
out at a pressure of 115 lbs. No, 101 on the Erie road did 
crack so as to pass a table knife through, but would 
not blow off the casing. My view is that when the engineer 
pulled the throttle too quickly, it caused the water to rush 
to the valve and reach over the heated crown-sheet, which 
generated steam so fast as to cause theexplosion. I examin- 
ed the edgesof the piece, and the locomotive, but I could not 
find any corroding, not with a magnifying glass. There was 


New York, 


not the slightest indication of a crackin the fractured edge. 
would 


| If there had been a crack I think I have detected it, 























with the aid of my glass, as Il examined the edges critically 

to find one. , 

te oe ? + rd 

were put in zig-zag they would be 
If they had been so set they would be 12 in. from 

Perpendicular or angle braces would tend to weaken 


vat think if bene 
stronger. 
centre, 


the wagon-top more so than if zig-zag. If there had been 
another row of braces down the centre of the fracture 
the chances of the explosion would have been less. ‘Lhere 


are four rows of braces in the boiler now, and I don’t think 
there is room for another, and I don’t know if it would 
strengthen it any. I don’t think another row of braces 
would have prevented the explosion. The part exploded 
was the weakest spot in the wagon-top. There was but 19 
in. between the braces, and if the braces had been zig-zag it 
would reduce the space to 1% in. 


Some portions of this evidence which seem to be especially 
deserving of attention we have italicised. 
and 2 that the boiler was well 
provided with crown-bars and that these were connected 


It will be seen from figs. 1 


with the top of the outside shell of the fire-box 
by four rows of roof or sling stays, shown in 
figs. 1 and 2. These were fastened to the outside 
plate by crow-feet immediately over the crown-sheet; 


horizontal tie roads were placed, between each pair of crown- 
outside shell by 
crow-feet 


bars, and fastened to the 
diately under 
riveted seam. 


imme- 
was a doubie- 
Apparently every precaution had been taken 
in constructing the boiler to provide a sufficient number of 
stays and of ample strength. It will be observed from the 
testimony given above that both Mr. Waterman and Mr. 
Boyle testified, the one that ‘‘there was nothing 


crow-feet, 


these on each side 


to indicate 


any weakness iu the iron,” and the other that ‘there was 
not the slightest indication of a crack in the fractured 
edge.” 

** Fig. 4 is a full-size section of the plate and seam at c, C’ 
fig. 1, where indications of a recent lenk were observed, 
shown by dots, fig. 1. At c¢, fig. 4, is seen the character of 
the defects. Fig. 5is engraved from a sketch, full size, of 
the edge of the plate c, d, fig. 1, shown in plan. The lines r, 


v, fig. 5, indicate the worn edges of the laminz of the plate 
covered with old iron oxides and clayey sediment from the 
interior of the boiler. The line N © represents the inner 
boundary of the new fracture, indicated by its sparkling and 
bright appearance, and the dotted area below the line N O 
represents its area as compared with that of the old fracture 
above the line. This appearance was observed to extend a 
considerable distance each way from the points ec, d, fig. 1; 
the proportion of old fracture varied, in general rather 
diminishing each way. It is probable that the fracture 
— at this point and extended forward and backward, 

aching the waist girth seam forward: when a sufficie ontly 
loner line was forced from its proper connections with the 
adjacent part below, it was bulged outward by the force of 
the expanding water, and the strain thus produced sheared 
the rivets of the seam. 

It will be seen then that the expert of the Hartford Steam 
Boiler Insurance Company not only reports that a crack in 
the plate existed at the point where the fracture commenced, 
but he gives an engraving of it showing its nature and ex 
tent over a portion of the line on which the plate was torn 
|apart. The reason for the contradictory nature of the testi- 
mony before the coroner’s inquest and that given above we 
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will not attempt to explain, but will only say that other per- 
sons who examined the boiler after the explosion coincided 
with the views of Mr. Hartwell, of the Hartford Steam 
Boiler Insurance Company. It was because such facts as these 
were not brought out at the coroner's inquest some time ago 
that we spoke of the investigation as being “‘ imbecile.” Asin- 
dicated in the testimony, the boiler was stayed with great 
care, and apparently no braces were omitted which it was 
thought would serve to strengthen this boiler, and yet the 
inquest sheds not the slightest degree of light on its cause, 
and any master mechanic about to construct a boiler would 
find nothing in the investigation that was made which would 
lead him to change his plans or designs. 

Now if there is any useful purpose at all which a boiler ex- 
plosion of this kind can serve, it is to be a warning to avoid 
the errors or faults in construction to which such a disaster 
is due. 

The following was the verdict of the coroner's jury: 


“That the deceased, Wm. Swick, came to his death on 
Tuesday, Oct. 28, 1879, by the explosion of the boiler of the 
locomotive ‘ Lehigh,’ belonging to the Delaware, Lacka- 
wanna & Western Railroad Company, and that from the 
evidence taken from experts and others familar with the 
building of the boilers of steam engines, that the cause of the 
explosion was an undue pressure of steam. But that evi- 
dence was brought to the knowledge of the jury that the 
deceased was aware he was carrying more steam than was 
allowed, 

‘The evidence taken proving that the boiler had a full 
quantity of water at the time of the explosion, but that from 
the appearance of a piece of the iron broken from the place 
of fracture, it would aspen to the jury that there was every 

»ssibility that the place where the fracture had occurred 
nad been weakened by constant use, and was thereby ready 
to give away at the least over-pressure.” 

Some editorial comments on this subject will be found on 
another page. 


Gontributions. 
Railway Employe’s Insurance. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

When, more than 150 years ago, the scheme of lite in- 
surance was first unfolded to the public, its promoters could 
have had but little idea of the magnitude the business was 
eventually to assume, or the interests to be affected by the 
elaboration of the principles. 

The world, like the individual, is apt to regard with sus- 
picion the scheme which, for a doubtful and prospective 
benefit, proposes to make an immediate dip into its purse, 
and thus we find that at the close of last century but four 
companies had been founded in Great Britain. The twenty 
years following, however, witnessed the formation of thir- 
teen new corporations, followed in the next decade by the 
establishment of seventeen more; and so they have gone on 
with speedily increasing favor until, in 1879, the existing 
registered institutions numbered upward of 100, with over 
4,60C,000 policies in force, representing an assured amount 
of £567,217,400 sterling. Nor has this wonderful growth 
been less remarkable in the United States, there being at the 
close of 1878 fifty regularly organized life insurance com- 
panies, paying to their policy-holders upward of $50,000,000, 
with policies in force to the number of 670,394. 

With these figures before us, the question arises why, if 
so much benefit has been derived by the public, exposed to 
the ordinary vicissitudes of life, should uot similar associa- 
tions strongly appeal to men who, to chese risks, have the ad- 
ditional thousand and one dangers necessarily attendant upon 
the duties pertaining to railroad employés whose safety of 
life and limb depends upon the untiring vigilance of them- 
selves and fellow-men—a vigilance which, alas! the daily 
recurring accidents prove to be but the very frailest of frail 
reeds. The London Railway News reports that during the 
four years ending with 1874, 2,960 men were killed and 
nearly 10,000 injured, a rate of 1 in 13 killed or injured in 
the number of those engaged in the active working of rail- 
ways in Great Britain, 

That railroad employés do not on this continent enjoy a 
greater immunity is illustrated in the results presented by 
the Benevolent Association attached to the Grand Trunk, a 
road distinguished in its management for thoughtfulness and 
care on behalf of its servants, and which may therefore 
reasonably be cited asa fairexample. Since January, 1875, 
114 men were killed and about 2,800 injured, or an average 
annual rate among the insured of 1 in 10 killed or in- 
jured. 

Railway servants, as a class, I venture to say, form one of 
the most respectable, hard-working bodies in the community, 
the genera] weal being dependent on their faithful discharge 
of duty to an extent well exampled by the loss and universal 
interruption to businessin the comparatively recent strikes. 
As however the individual is responsible for the neglect of 
any duty, the non-fulfillment of which entails a danger and 
burden to the state, so with equal force does it become the 
interest and duty of the public, and more especiaily the cor- 
porations who employ them to look after and foster the well- 
being of that class from whom so much is expected. 

In no way can this be so well achieved as by the estab- 
lishment and encouragement of Insurance Associations, hav- 
ing for their object the support of men during enforced dis- 
ability through accident, and making such provision as will, 
in the event of the bread-winner’s death leave those depend- 
ent on them, not entirely destitute—alike a source of danger 
and weakness to the community. 

Within the past few years several institutions of the kind 
have been established in connection with some of our large 
corporations, among which may be mentioned the Missouri, 
|and Central Pacific, Manhattan, Pennsylvania, and the 
| Grand Trunk, to which ailusion has already been made. 

The subscription revenue ot this latter fund for the last 
five years averages above $22,000 annually, an amount al 
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though large in itself, still insufficient to maintain the exist 
ing liveral provisions, and which is therefore considerably 
augmented by yearly donations from the company’s own 
exchequer. The disbursements to employés in weekly al 
lowances for disability from accident during the same period 
were upward of $55,000, to medical men for attendance | 
nearly 827,000; and there has been paid to the representa- | 
tives of members killed while in the discharge of duty, 
264,000, 

That prejudice against such funds exists, no one possessing 
a practical acquaintance with the subject will deny, but 
equally indisputable is it that in the ranks of the selfish and 
improvident is opposition most to be found, while to the 
thoughtful employé such a provision will always strongly 
commend itself, 

An association with the above objects, if self-supporting, 
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depends for success upon its embracing all grades of the ser- 
vice, and this can be effected either by compulsion, which 
presents many objections, or by so enlisting the sympathies | 
and interest of the men that each will feel individually iden- | 
tified with the movement. This can, I believe, be sectired by | 
the publication and distribution of annual reports (the advan- | 
tages being thus presented in a practical manner), and more | 
particularly by affording members a voice in the conduct | 
and management of its affairs, the absence of this latter | 
feature in societies of the kind being a prolific source of the 
distrust with which some regard them, 

The formation of a committee, such as above indicated, 
would do much to ensure popularity for the association, nor 
would it be found otherwise than beneficial in adjudicating 
upon disputed claims, the members’ decision being, | am in- 
clined to think, distinguished by an impartiality which does 
not always obtain in more pretentious courts of appeal; this 
mode of settlement also relieving the company’s officers from 
charges of unfairness, which are likely to be made by mal- 
contents, 

The personal interest the subject possesses to railroad cor- | 
porations themselves, in limiting, to a considerable extent, | 
outlay in the shape of donations to and maintenance of the | 
injured, space forbids more than mentioning; but that the | 
question of a company’s liability to its employés now forms | 
a topic of discussicn in the British Parliament, a body al-| 
ways conservative in its policy toward the working class, is 
significant, as marking an approach to the legislation already 
established in some states of the Union, whereby the em- 
ployeé’s right to recover damages for injury is maintained 

WILLIAM GREGORY, 
Insurance and Guarantee Clerk, 
Grand Trunk Railway. 








Report on Taxation of Railroads and Railroad 


Securities. 





(Concluded from page 35.) 





SUMMARY OF LAWS IN RELATION TO RAILROAD TAXA- 
TION IN FORCE IN THE VARIOUS STATES OF THE 
UNION, 





|The states are in alphabetical order. | 


MINNESOTA, | 


A tax of three (8) per cent, on gross earnings is laid in lieu | 
of all other taxes, but by special legislation the amount of | 
tax has been reduced for some roads for a term of years, in- | 
cluding the Northern Pacific. . 

Taxes for each vear are assessed on the earnings for the | 
year preceding. 

MISSISSIPPI. | 

A franchise tax of $80 per mile, and of $40 per mile for | 
narrow-gauge road is laid, in full of all state, county and | 
municipal taxes on railroad property. 

Real estate not used for railroad purposes is taxed locally, 
like the land of individuals. And the same is true of personal 
property not used for railroad purposes, 
its holder at its market value. 
on rolling stock, 

One-half of the franchise tax goes to the counties through 
which the road runs; the balance to the state. Towns are | 

wohibited from taxing the roads running through them. | 
There is no appeal, nor any occasion for it. 


Stock is taxed to | 
No tax is laid on receipts, nor 





MISSOURI. 


The constitution of Missouri provides that all railroad cor- | 
vorations in the state, or doing business therein, shall be sub- 

ject to taxation on all property owned or used by them, | 
<r gross or net earnings, and on franchises and capital | 
stock. 

The law provides that, for purposes of taxation, each road 
shall furnish the State Auditor a statement of the length of 
the road, and of extra tracks, with depots, water-tanks and 
turn-tables; the length ineach county and municipality ; the 
number of engines and cars and all other movable property 
owned or used by them, and the value thereof. Like state- 
ments are sent to each county court. 

The statement may be revised by said court, and all prop: | 
erty omitted is taxed at double its cash value. The State | 
Board of Assessment and Equalization revises the estimates. | 
When a road extends into another state, where rolling stock 
is taxed, such a proportion of the value of such stock as the 
length of the road in Missouri bears to the whole length 
thereof is taxed, [Thus if a road was taxed on rolling stock | 
in one other state, and extended into half a dozen other 
states where rolling stock was not taxed, still the tax on such | 
— only be proportionate to the whole length of the | 
road, } 

The State Board apportions the value of the property | 
above named to each county and municipality in proportion | 
as the ratio of miles of each road therein to the whole length | 
of the road in the state. And taxes are assessed on such ap- | 
portionment. | 
_ Local taxes are assessed on all property not specified above, | 
including lands, work-shops, round-houses and other build- 
ings, furniture and other personal property, by local assess- 





ors in the county or municipality where such’ property is. | 
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counties and municipalities have subscribed to aid railroads, 
and also upon the number of children in each school district. ] 
ands and other property, not taxed under the general pro 
visions for railroad property, are taxed in the school dis 
tricts where they are situated. 
No appeal lies from the decisions of the State Board 
NEBRASKA 


Railroad officials list the road-bed, right of way, rolling 
stock, fixtures and personal property, stating, also, the whole 
number of miles in the state and in each county. 

This list is sent to the State Auditor, The State Board of 
Equalization assesses the property of the corporation at the 
cash value for each mile, and divides the whole amount by the 
number of miles to get the value of each. In doing this, 
they use the report and any other information that they can 
get. The Board does not assess the 
shop or any buildings or grounds or of any other real estate, 
but the assessors of “ each city or ward or precinct” assess 
these. The Auditor certifies to the county clerks in the 
counties where the railroad property lies the amount per 
mile on the number of miles assessed, and the amount in each 
county, The county commissioners adjust the number of 
miles and amount among the various municipalities, adding 
50 per cent. when a report has not been made by the rail 
road company. 

There is no tax on receipts or on franchise 

NEVADA 

Railroad taxes are assessed on the cash value of the prop- 
erty in each county by the county assessors, both of real and 
personal estate. No franchise tax is laid, nor any tax on re 
ceipts: nor is stock taxed to the holders thereof. tolling 
stock is taxed in each county in proportion to the length of 
road therein. Appeals lie to the County Board of Equaliza 
tion. 


NEW HAMPSHIRI 


Railroads are taxed on all their property, including road 


hed, buildings, rolling stock and equipments, at the average | 


rate of taxation in all the towns and cities of the state. 
There is no tax on franchise, nor on receipts, nor is stock 
taxed to the holders thereof. The State Board of Equaliza- 


tion having found the value of the road, and assessed the tax | 
) of it among the towns through | 
which the road passes, in proportion to the amount expended | 


thereon, divide one-fourth | 
jn each town for right of way and taxes. The other three- 
fourths is divided among the towns in proportion to the stock 
owned therein, and the state keeps the tax on shares owned 
by non-residents or persons unknown. 
VEW JERSEY 

All railroad companies, unless exempt by 
axed one-half per cent. on the true value of 
by them, equipments and appendages. 
returns of this value ; the railroad tax commissioners have 
yower to revise it, and an appeal lies toa Justice of the 
Bn yreme Court, ‘who hears it summarily 

Upon ail real estate owned or used for a road, except the 
main track 100 feet in width, railroad companies pay county 
and town taxes where it is situated, at one per cent, on the 
value, except that at the termini ; each road may have ten 
acres with the buildings thereon, free from all county and 
municipal taxes 

The only special tax on personalty 
tax on “equipment and appendage 
provision as to the rolling stock 
nor any on gross or net receipts 
of the owners thereof, Valuation for county and municipal 
purposes is made once in three years by the Commissioner 
of Railroad Taxation. Personal property not connected 
with the road is taxed as it is to individuals, 

Special provision is made, whereby the United New Jersey 
Railroad and Canal Company may pay a fixed sum, $298,- 


charter, are 
the road used 


seems to be the state 
s:° and there is no other 
There is no franchise tax, 





128.96, in full of all state taxes on all its roads, on certain 
conditions 
NEW YORK 
In this state there are no taxes except local ones, and 


these are laid on the real and personal estate in each munici 
pality according to its value, as taxes are laid on individuals. 
There is no franchise tax, nor any tax on receipts: nor is 


| stock taxed to its holders 


And no special rule is followed asto the taxation of rolling 
stock. The valuation of the local if 
made, is final 


regularly 


ASSESSOrsS, 


OHLO 


All property is taxed on a basis of its true value in money. 
The real estate of each railroad is taxed in the place where 


it lies; but personal property is held to include the road-bed, 
water and wood stations, and all other such realty as is 
necessary for the daily running operation of the road \ 


board consisting of county auditors of the counties through 
which any railroad runs estimates the valueof all the per 
sonal property of the railroad company, including the above 
named items, and apportions it among the counties and mu 
nicipalities through which it runs, so that to each “shall be 
apportioned such part thereof as shall equalize the relative 
value of the real estate, structures and stationery personal 
woperty.of such railroad company” in the state, and so that 
the rolling stock (including that hired or ran under control 
of the company) shall be apportioned to each county and 
place in proportion to its part of the whole road in the state. 
And when oply part of the railroad is in the state, the prin 
cipal sum to be apportioned is the proportion of the road in 


Ohio to the whole road. When the road is wholly in one 
county the Auditer thereof acts as a board 

The county boards report to a State Board of Equaliza 
tion, which has power to raise reduce the valuation of 


each road, provided that the aggregate valuation cannot be 
reduced, No appeal is provided. 

There is no franchise tax, nor fax on receipts: and stock 
in the hands of individuals is taxed to them 

OREGON 

The only provision peculiar to railroads seems to be that 
rolling stock is taxed in the county where the principal de 
pot or business is done, but if either terminus or any depot 
is in the county where the principal office is it shall be taxed 
there. 

PENNSYLVANIA 

All railroad companies paying dividends of six per cent 
or more, pay a state tax of one half mill on each dollar of 
capital stock: when the dividend is less than six per cent., 
the tax is three mills uponeach dollar of appraised value of 
capital stock. 


In addition to this all railroad companies (and also tele- | 


graph, palace-car and sleeping-car companies) pay a tax of 
f) per cent. on gross receipts. Rolling stock is not separate- 
ly taxed. No tax is laid on franchises, and no tax is assessed 
on shares. 

Railroads themselves and all real estate and structures 


The assessment is certified to the county court, with the rate | essential for operating the roads are exempt; but real estate 
of levy, and that court levies the tax on railroad property | and structures only incidently useful for the transaction of 


as on other estates, ones the school tax. The average rate 
of this tax is ascertamed by adding the local rates of all the 
school districts, and dividing the sum by the number of dis- 
tricts. Then taxes are levied on the railroad com 


ny on 
the proportionate value of said railroad property. ne dis- 
tribution of the amount depends upon the fact whether 


| railroad business are taxable locally. : 
A special act makes the real estate of railroads in Phila- | 


delphia, except superstructure and water stations, liable to 
local taxes. A similar act is in force in Pittsburgh. 

If state officers are dissatisfied with the valuation of cap- 
ital, another appraisal may be made: and an appeal may be 


value of any machine | 


The company makes | 


Stock is taxed in the hands | 


| 

| had to the Court. Excessive appraisals for local taxation 
may be reviewed by county commissioners. And local acts 
give appeals, in various places, to local courts , 


RHODE ISLAND. 


Railroad corporations are taxed like other corporations 
and like individuals on the value of their estates. Each town 
taxes the roads running through it on the value of its tracks 
and otherreal estate, but not apparently on personal prop- 
erty. No franchise tax is levied. Holders of stock are taxed 
according to its value. There is no apportionment nor any 
oceasion for it. 

Appeals may be made from the judgment of the assessors 
to town councils, but this is rarely done, as public notice is 

| given to each person to state to the assessors his property and 
its value. 


SOUTH CAROLINA. 


The constitution requires equal taxation of all property 
| according to its value. By law, the road-bed, right of way 
|and stations are regarded as personal property. An annual 
return is made of the length of tracks, main and side ; the 
value of all buildings, stationary engines, implements, roll- 
ing-stock, moneys and credits; also of the value of the whole 
road and equipments in and out of the state, and the value 
}of the part within the state. The return adso states how 
much of the track and of each item of property is in each 
county and in each town. A State Board finds the value of 
the road-bed, right of way, rolling-stock, moneys and cred- 
its, and apportions it to each mile of the main track in or 
out of South Carolina. This valuation per mile is multiplied 
by the number of miles in the state, aud in each county and 
| town, and the product is the taxable valuation therefor. To 
| this is added for the state the value of all the real estate, 
| fixtures, stationary engines, machinery and stationary prop 

erty and for each county and town the value of such prop- 
jerty situated therein. And on this amount is assessed the 
| rate provided by law for the three classes of taxes. 

There is no tax on franchise or on receipts: nor is stock 
| taxed to the holder thereof. There is no appeal, unless it 
| should be sought by injunction from the courts, 


TENNESSEE. 

In this state, the whole value of each railroad is taxed by 
assessors Chosen for that purpose, who take into view the 
worth of the property, the gross and net earnings, with all 
other facts bearing on the true value. Real and personal 
| estate is of course included, and rolling stock as part of the 
| personalty. No franchise tax is laid, nor any tax on receipts 
jas such. Holdersof stock are not taxed therefor, 
| When the valuation of each road has been fixed, the state 
| tax is laid thereon as on other property; and the amount is 
| divided for local taxation according to the number of miles 
} in each county and municipality. An appeal lies to the three 
chief executive officers of the state, who can appoint another 
board of assessors; and their action is final. 

Some railroad companies in this state are protected from 
taxation by a charter exemption not yet expired; and such 
exemption has recently been held to be valid by the Supreme 
| Court of Tennessee. 


TEXAS. 

Real and personal property are taxed by each county and 
| municipality on the valuation of such property lying there- 
in. The road-bed and rolling stock are taxed in such locali 
| ties according to the mileage therein. There is no tax on 
| receipts or on franchise. The holders of stock are taxed there- 
on as on other personal property. The companies make re- 
turns as to property and values; assessors have power to 
change the valuation, and an appeal lies to a County Board 
| of Equalization, whose decision seems to be final. In prac 
tice, various portions of the road are assessed at different 
values and without reference to the value of the road as a 
whole 


VERMONT. 


Railroad companies are taxed on real and personal estate 
on the same principle with individuals, except that the 
road-bed and real estate used for railroad purposes are taxa- 
ble im each town at their valuation not exceeding &2,000 
per mile of main line, but such roads are exempt from taxa 
tion on their realty for five years from the time when each 
begins to run regularly into or through any town in the 
state: and after eight years, it is subject to the general 
laws of taxation. As owners of personalty, including rol 
ling stock, railroads are liable to the general law; but part 
of that law is, that debts may be off-set in reduction of 
personalty; and the result is, that railroad personalty is 
nexer taxed. There is no tax on franchise or receipts. 
Holders of stock are taxed therefor as for other property. 
As to the assessment of road-bed, no appeal is allowed. Ap- 
peals from assessments on other real estat» are made to local 
boards 

VIRGINIA. 

The constitution provides for equal taxation of all prop 
erty according to its value, and gives power to tax incomes 
in excess of 8600 per year. Each road reports the value of 
all its real estate, specifying road-bed, stations and shops, 
and of all its personal property, specifying rolling stock and 
equipment, and also specifying the value in each county. 
The amount of gross and net earnings is also reported, and 
the amount of interest and dividends paid, payable and de 
clared to residents and non-residents. The whole length and 
the length of the road within the state are given, and the 
earnings are apportioned. The company is made collector 
of taxes on dividends and interest paid by it. 

\ tax of of 1 per cent. is laid on the real and personal 
property of each road, one-fifth of which is applied to the 
public schools. On the indebtedness of each company, mm 
lieu of the property tax thereon, a tax of fitty cents on $100 
of the market value of the bonds is paid out of the interest 
due on such indebtedness. And this tax is collected by the 
company on non-residents as well as on residents. 

There is no franchise tax. Holders of stock pay taxes ac- 
cording to its market value. Counties and towns receive 
the report made by the companies throngh the State Audi- 
tor, and levy taxes on real and personal estate at the same 
valuation that is used by the state. 

In general, an appeal lies from the valuation of assessors 
to two voters appointed by the parties, whose award is final. 
VIRGINIA 

Each company reports all its property in the state and the 
proportionate value of rolling stock, depending on the num- 
ber of miles in the state as compared with the whole length 
of the road. This proportionate value and the value of all 
personal property, money, credits and investments is added 
to the real estate and apportioned to each county im propro- 
tion to the amount of real estate and fixed property therein 
as a basis for assessment. But all property, real gent 
sonal used for railroad purposes, and all real estate, which 
the company is allowed to bold is to be assessed at its actual 
value, without regard to cost, 

The Board of Works directs the Auditor to assess for state 
and for general free school purposes on this valuation, and 
for free school purposes in town and school districts through 
which the road runs. 

County supervisors apportion the amount to each town 
and district through which the road runs, according to the 
value therein. 


WEST 
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If the report is not file 
commissioners is appointe 
gressional district, who assess as best they can. 

The provisions for collecting are complicated. 


THE RAILROAD GAZETTE 


i, or is not satisfactery, a board of | at through rates from the West to : : a 
d of one freeholder rool each con- | their cargoes, under a foreign flag, to a foreign port, and | mails) for the year were $14,339,491.33, being an increase 


the steamers which carry 
earn freights for foreign owners. We have been told that a 
freight train passing round the city in the night, over the | 


Real estate used for any purpose not immediately con- | Grand Junction road, on its way to an East Boston dock, 


nected with the road, is taxed like the property of indi-| affects our prosperity little more than the flight of a bird | $1,149,592.61. 


viduals. When the capital of railroad (or, other) com- 
panies is taxed, the stockholders are not taxed thereon. 
WISCONSIN, 
A state license tax takes the place of all state and local 


poses, except special assesssments for local improvements in 
towns and villages. 

The following is the text in full of the Wisconsin statute, 
which imposes in fact a tax on gross receipts : 

“The annual license fees for the operation of such rail- 
roads shall be as follows : 

‘*1. Four per centum of gross earnings of all railroads, 
except those operated on pile and pontoon, or pontoon 
bridges, whose gross earnings equal or exceed three thou- 
sand dollars pe mile per annum of operated railroad, 

“2, Five ¢ 
railroads whose gross earnings exceed one thousand five 
hundred dollars per mile per annum, and are less than three 
thousand dollars per mile per annum of operated road, and 


in addition two per centum of taeir gross earnings in excess | 


of fifteen hundred dollars per mile per annum. 
. ° 3. Five dollars per mile of operated road by all companies 


ollars per mile of operated railroad of all | 


| 
| 
| 


over the metropolis. And the zealous advocates of an export 
trade have been taunted with attempting to accomplish an 


5 48 





passenger earnings (including express, extra baggage and 


of $118,979.58. The earnings for carrying freight amounted 
to $14,813,337.69, being an increase of $1,030,613,.08, and 
an aggregate increase of freight and passenger earnings of 
The percentage of increase of passenger 

earnings was 0.84 per cent., of freight earnings, 7.5 per cent. 
We republish part of the table given last year, showing 


| impossibility by trying to make a New York of Boston. | the total of transportation earnings for six years, with the 
| With greater show of reason it has been argued that low | 


; | through rates compelled the exaction of high local rates, in | during that term of earnmgs from w 
taxes on all real and personal property used for railroad pur-| order to provide the means fer dividends; and thus it has | business: 


| 


| 
| 
} 


| 


| 


| 


been said that the straining to obtain foreign trade has re- 
sulted in laying a heavy burden on great industrial interests 


| of Massachusetts. 1 
The truth, no doubt, lies between these extremes. If low | 


through rates did result in exorbitant local charges, crippling | 
the manufacturing enterprise of the commonwealth, they 
would be, indeed, pernicious. But nosuch exorbitant charges 
exist, nor would they be permitted. A tribunal is provided 
for the investigation of complaints; unjust discrimination is 
forbidden by law, and the ear of the Legislature is always 
open to petitions for redress. 

No one expects Be ston to become the equal of New York 


should not have her share of the export trade, and increase 
that share by the wise use of every means that nature and 
art places in her hands. To say that she should do nothing 
because she cannot do everything, is as unwise as it would 


whose gross earnings are less than fifteen hundred dollars be to condemn the patriotic efforts to improve our egricul- 


per mile per annum. 


ture, because we cannot rival the fertile prairies of the West. 


hick Pwo per centum of the gross earnimgs of all railroads | Our little state needs the full development of every indus- 
which 


are operated upon pile or pontooon, or poutoon bridges, 

which gross earnings shall be returned as tosuch parts thereof 
as are within the state. 

‘One-half of such license fee shall be paid at the time the 

license so issues, and one-half on or before the tenth day of 
August in each year.” 


Boston Terminal Facilities and Export Trade. 


| From the eleventh Annual Report of the Massachusetts Railroad 
Commission, | 


TERMINAL FACILITIES. 

Great interest attaches to the question of facilities for the 
receiving and handling of freight in Boston, and, in order to 
present some idea of the extent of accommodation actually 
existing, a circular was sent to all the corporations whose 
roads terminate here, asking information upon the subject. 
The full statement of each will be found in appendix A. 
From these reports, it appears that the Boston & Albany 
tailroad Company has, at the Boston terminus of its line, 
about 125 acres of land used or available for the storag 
handling of treight, beside elevators with a capacity of 1,500,- 
000 bushels of grain, and including docks with a water front- 
age of 5,300 lineal feet. In connection with these facilities, 
34.61 miles of side track are in use. 





The Fitchburg Railroad has over a hundred and three 
acres, including freight houses, with a grain elevator of a 
capacity for 160,00) bushels, a coal elevator, etc. Measures 
have been taken since the reply to the cirewar toenlarge the 
terminal facilities of this road. 

The Boston & Lowell Railroad has something more than fifty - 
five acres of land, including a grain elevator with a capacity 
for 150,000 bushels, and a transfer elevator with a capacity 
for delivering 75 tons an hour, and coal pockets holding 
10,000 tons. 

The Boston & Maine Railroad has avout forty acres, com- 
pactly situated within the circuit of a mile, and including 
extensive coal pockets, 

The Eastern Railroad has about seventy-six acres of land 
and buildings, used for freight purposes, including docks, 
connected by nearly fifty miles of track, used exclusively 
for freight, 

The New York & New England Railroad owns about tive 
acres, and has a terminable lease of 25 acres. It has, besides, 
a contract for a large extent of territory not now avail 
able. 

The Boston & Providence Railroad, baving abundant 
wharf accommodation at Providence, has in Boston only 
about eight acres of land, occupied by excellent buildings, 
and relies on its connection with other roads for shipping 
facilities in Boston. 

The Old Colony Railroad has about eleven acres within 
city limits, using the Union Freight Railroad for access to 
other terminals when necessary. 

Thus it will be seen that the terminal facilities of the roads 
ending in Boston amount to about 450 acres, an amount 
which does not leave our roads wholly destitute, but which is 
insignificant when compared with the provisions made for 
business in other great seaports. Enterprises are planned, 
and several are in progress which will gre>tly increase the 
terminals. They must be greatly enlarged if we are to have 
the increased business which the people of Massachusetts 
hope for, and which they have reason to expect. 

THROUGH BUSINESS FOR EXPORT, 


The receipta of flour and grain at Boston during the last 
nine years are shown by tables in appendix B. Tt a ypears 
that the quantity of flour received the past year was 2,076,- 
833 barrels 
than 16 per cent. The increase in the receipts of oats was 11 
3-5 per cent., and of corn 15%, per cent., while the wheat re- 
ceived amounted to 5,186,293 bushels, being an increase in 
a year of 1,043,056 bushels, exceeding 25 per cent. 






grain at the principal seaports, and the export of grain there- 
from, for a series of years, 

The exports of the chief agricultural products from Boston 
for ten years, are shown by figures furnished by the courtesy 
of the collector of this port. By them (appendix B) it ap- 
pears, among other things, that, for the year cudine Inne 
1870, the export of Indian corn was 6,607 bushels: for the 
year ending June 30, 1879, it was 8,153,028 bushels. There 
was no export of wheat in 1870; in 1871 it amounted to 
$1,914 bushels; in 1879 it was 3,499,571 bushels, with 2,638, - 
230 bushels for the five months following June. Of flour, 
176,924 barrels were exported in 1870, and 451,544 barrels 
in 1879, with over 200,000 in the following five months. 
Th> export of live animals has increased in number from 650 
to 118,259; of hams and bacon, from less than 2,000,000 
pounds to nearly 100,000,000, in some years exceeding that 
amount: of cheese, from 40,152 pounds to over 2,000,0( 
pounds; and of pork, from less than 3,000,000 pounds to 
more than 21,000,000, with 13,000,000 pounds more for the 
five months following June. 

The value of this export trade is a matter on which a wide 
(liversity of opinion exists. On the one hand, it has been 
assumed that the prosperity of the state and the existence 
of its capital asa commercial city depended upon this branch 
of commerce: that the importance of Boston was in almost 
exact proportion to the number of vessels sailing from her 
harbor for foreign ports, and that the contest for this trade, 
begun ten years ago, was one of life and death to our chief 
city. 

On the other hand, it has been argued that it was of slight 
consequence to the people of Boston or Massachusetts how 
many cattle, or how many bushels of grain were conveyed 


-an increase of 299,610 over last year, or more | 


| 


| Wholly leave the field of foreign commerce, which has been 








| 
| 








| debt less cash asvets) of 855,755,418, 
In appendix B will be found tables showing the receipts of | language of their report. 


trial capacity, Her chief business is, and must be, to manu- 
facture, and distribute her manufactures: but she need not 


so fruitful in time past. 

It cannot well be doubted that the frequenting of our port 
by a large number of steamers from foreign countries in- | 
creases Our Commercial facilities for the export of our own | 
products, When the movement for an export trade began, 
divect steam communication with Europe had almost ceased. 
During one year, 97 steamers only cleared ** foreign,” in- 
cluding small steamers for the Provinces. Now about three | 


| as anexporting city: but there is no good reason why =f 
} 
| 


hundred and fifty steamers, many of them of great tonnage, 
clear annually for foreign ports. Our few transatlantic | 
steamers frequently sailed in ballast, making heavy charges 
necessary on freight brought hither, as it had to pay the 
cost of two voyages. Now foreign steamships come to this 
port in ballast, making freights for Boston desirable and 
cheap. A comparison of figures, between the recent ** lean 
years” and the years of excessive importation, would,of course, 
be worthless. But no business man doubts that the imports 
of Boston would have fallen off vastly more than they have 
done if the export trade had not attracted a fleet of ocean 
steamers to our port. And the share which Boston import- 
ers now receive of the reviving business would have been 
lost to them but for this export commerce, 

Nor is this branch of trade wholly without inunediate and 
local profit to the people of the exporting city. A caretul 
and detailed computation, made by the intelligent agents of 
one steamship line, shows that each of their steamers ex- 
pends, during every visit to this port, 88,500, most of which 
is spent for labor. During the last fiscal year 322 ocean 
steamers cleared frou this port for foreigu countries; and 
the number is largely increased since June 380, the end of the 
year for United States returns. But, allowing for some of 
the steamers being smaller than those to which the computa- 
tion refers, we have over a siillion of dollars expended by 
these steamers, of which more than #800,000 were paid di- 
rectiy for labor, giving day’s wages, for a year, to at least 
2,000 workingmen. Our ‘chief city has not yet grown so 
great that we can despise a branch of business which em- 
ploys 2,000 men, and feeds 10,000 of our people. During 
the cruel years that have passed, the workingmen and their 
families would have missed these millions of dollars if want 
of energy, or want of wisdom, had repelled from our shores 
the commerce that hassupplied so many families with bread, 
And this computation takes no account of the thousands who 
are employed by the railroads in handling the vast amount 
of food exported, 

There are still many open questions as to the manner and 
direction in which the resources of this state should be de- 
veloped, But itis no longer doubtful that our railroads are 
to bring vast quantities of western produce for transporta- 
tion to the markets of Europe. 


Massachusetts Railroads in 1879, 


The eleventh annual report of the Massachusetts Railroad 
Commissioners says that in the year ending Sept. 30, 1879, 
the new railroad completed in the state was 11 miles (which 
is 1!) miles too much; for the Holyoke & Westfield is but 
21¢ instead of 4 miles long), and the total length of road re- 
ported for the year was 2,625,808 miles, with 687,496 miles 
of double track and 886,592 miles of sidings, or 4,149,986 
miles of track in all. The part of this in Massachusetts was 
1,861,823 miles of road, 450,718 of double track, and 650,- 
383 of sidings, or 2,062,924 miles of track. The average 


returns of last year added, as as the annual variation 
1at is strictly railroad 


Per 


Total transporta Decrease from centage 





Years. tion, previous year, of dec. 
872-3. : .. $33,856,977 09 eter ese 
Ss ince cases . 83,165,504.77 $691,383.22 2.04 
RS eee 31,494,865 .19 1,670, 729.58 5.04 
eS . 29,855, 800.30 1,639,064, 80 5.24 
 : aaa »+... 28,931,987 .62 23,818.77 3.10 
1877-8.. ..... ceee. 28,003.236.41 028,751.29 $3.21 
oe . 29,152,829.02 1,149, 592.61* 4.10* 
*Increase. 


The local passenger business produced &9,363,232.38, 
showing an increase of $199,580.12; the through passenger 
business amounted to $3,0671,815.06, being a decrease of 
$114,503.44. The express, mail and other earnings, inclu- 
ded in total passenger business, amounted to $1,804,443.89, 
an increase of $33,902.90. The local freight carried 
amounted to $7,456,393.37, an increase of 680,632.58, 
The through freight was $7,213,082. 18, showing an increase 
of 4278,751.62,. The amount returned as earned in’ the 
freight department from other sources than local and 
through freight was $148,862.19, being an increase of %76,- 
228.83. This last item refers chiefly, and perhaps wholly, 
to earnings by hauling gravel and other work of filing land. 

We reproduce the tables showing the passenger and 
freight earnings for the previous six years, with the last year 


| added, and also the table showing the comparative amount 


of passenger and freight mileage. 



















Per cent Per cent, 
of trans of trans- 
Passenger portation Freight portation 
Years. earnings. earnings. earnings. earnings. 
1872-2. B154 46 SIT .248, 11015 is | 
Th-4 15,8 is 16,0535,447.08 As 
1874-5 iu 14,010,208, 15 46 
1875-6 . is 14,086, 146.69 47 
1876-7 13,480,208,.05 46 14,254,077.72 4 
1877-8 ‘ 12. 049,970.76 4th 13, 782,724.66 4u 
1878 9 ...» 13,035,047.44 45 14,813,357,09 a0 
Passenger and Freight Mileage 
‘Total Total 
Passenger Freight 
Year: Mileage. Mileage. 
1R72-3 G58,°207 405 OLS, 769,300 
1875-4 oak abedae & nee GS1 875,870 507.085. 805 
1874-5.. ; wee, 055,615, 588 570. 868 083 
1875-6..... 9,592,115 G28, 577,176 
187-7 san ey GOS 544,855 684,810,604 
1877-8 . 503,060,781 715,480, 187 
BIO. 0250+ ccwcce : GLG STL U1 806,064,933 


The increase of passenger mileage—passengers carried one 
mile—for the year amounts to 23.810,350, and the increase 
of freight mileage—tons of freight carried one mile—to 
90,584,746, The number of passengers carried was 39,217,- 
684, an increase of 1,800,207. The tons of freight carried 
were 11,401,877, being an increase of 2,215,332 over the 
preceding year. 

The great increase of passenger mileage, as compared with 
the slight increase of passenger earnings, is accounted for by 
the vast number of travelers who have taken advantage of 
the low fare on the competing water routes to New York. 
This has resulted in an actual decrease of passenger receipts, 
while the number of passengers carried “through” the va 
rious routes amounted to 52,201,615, without doubt a large 
increase over last year, when no return of this item was 
given. 

KAKNINGS PER MILE OF ROAD 

The average sum earned on each mile of main track and 
branch operated was $10,021.50; or, computing double track 
as additional single track, the average per mile was 
$8,221.05. The average amount earned per mile on the 
eight roads of standard gauge terminating in Boston was 
$10,387, 15. 

COST OF OPERATING, 


The following table showsthe cost of operating the roads 
during the last seven years, giving the cost for each mile of 
road operated, and the percentage of operating expenses as 
compared with gross receipts : 

Cost of op 
Years. erating pet 
nile of road, 


Percentage of oper- 
ating expenses to 





gross receipts 
is72-3 . $10,782.15 7 
DFM Bic cscs cncee ssveceesee O047.00 ou 
1874-5 O20. 38 70 
1875-6 8,86 40 6g 
1876-7 8404.18 Os 
1877-8 7,319.51 oO 
1878-0 6,576.75 65 


GROSS AND NET INCOME 











cost had been $56,294 for road and &6,361 for equipment 
per mile for standard road and $24,096 and $5,217 for | 
equipment per mile for narrow-gauge roads, There were 63 | 
railroad corporations in the state, with capital stock amount- | 
ing in the aggregate to $118,500.939 and a net debt (gross 
Below we give in the | 





The total gross and net income of all the corporations is 
given for seven years in the table following, which shows 
also the percentage of gross and net income compared with 
the permanent investment of each railroad corporation ; 

Percentage 


Percentage 
to perma 


to perma- 








Total gross nent invest nent in- 
aaa | Years. income. ment, Net income vestment, 
EARNINGS, | 1972-35. 34.950,527.42 22 $0,517, 838.68 6 
The total gross income for the vear of all these corpora- 1873 ee OH O32 485 Hr 20 10,708,301.79 6.2 
tions amounts to %30,312.964.54, being an increase of | 1574 ede yp P sed aonaD 5 4 
$1,259,955.78. The greater part of this increase is onl ea ae 0,008.5 133.74 17.7 9,344,088. 5.5 
apparent. The earnings of the Hartford, Providence & 1877-8... 29'058,008.76 17° 5.4 
Fishkill road, amounting the previous year to more than | 1878-9.....  30,312,964.54 17.5 5.8 
$866,000, as shown by the Connecticut report, appear now | 


| included in the income of a Massachusetts corporation : and | 


| 
| 
| 


the $237,000, which are reported as earnings by the Boston, | 
Clinton & Fitchburg, are the rent paid to that corporation | 
by the Old Colony. Making these deductions, the increase 
is small ; but it is an increase, and marks the turn of the 





* Gross income, less operating expenses and rents, 

The net income of 1878-0 was earned by the several cor- 
porations on the cost of their permanent investments in the 
fellowing proportions: 

Eleven companies, with %4,754,000 permanent invest- 


| tide in railroad as in all other business affairs. If the re- 
| turns were for the calendar year, instead of the railroad 
| year, they would be far more favorable,.and would show 


| that our state and her railroads are sharing the general 


| prosperity of the country. 


| The following table shows the comparative results for tive 
| years: 





Decrease from P. c. of 
| Years Gross income. previous year. decrease. 
| 1875... P .832,589,485.68 bee tine : os 
CO SSS ee $1.007.448.32 $1.582,037.36 4.8 

"Ue , 30,008,513.74 998,934.58 3.2 
| 1878. bie» ‘ 29,053,008,76 955,904.98 3.2 
| 1879.. 30,312,964. 54 1,259,955. 78* 43° 


* Increase 


_ The total expenses, including rents paid, of the corpora 

| tions making returns amount to $20,158,950.68, being an 
increase dur ng the year of $388,823.90. The net income 

| was *10,154,018,86, being an increase of $921,121.88 The 


| ment, had no net income. 
Eighteen companies, with % 


35,044,000 permanent invest- 
| ment, had 8)¢ per cent. or le 





Thirteen companies, with £32,944,000 permanent invest- 
| ment, had 3'¢ to 519 per cent. 

Twelve companies, with $33,237,000 permanent invest- 
| ment, had 5!, to 714 per cent. 
| Six companies, with $50,214,000 permanent investment, 
| had 714 to 94¢ per cent. 

T wo companies, with #16,907,000 permanent investment, 

had 9+, to LO per cent. 
Sixty-two companies, $173, 130,000 
Troy & Greenfield not included 


DIVIDENDs 
The total amount of dividends paid amounted to 80,264 
431.78, being a decrease of $335,495.62. This decrease ts 
accounted for by the passing of its dividends by the Old 
Colony Railroad Company on account of the destructive and 
leostly accident at Wollaston Of the 68 corporati 41 





———— 





46 





id dividends varying from 1 to 10 
ven, showing the amount paid in 


r cent. A table is 
die idends by all corpo- 


rations making returns to this board for seven years, with 
the percen thereof on the total capital stock returned, 
and also with the amount of interest paid: 
Amount Percentage to 
paid in total capital 
Years. dividends. stoc Interest paid. 
1872-3 .... 87,250,456 .02 6.5 $1,846,75:5.i16 
187344.... . 6,988,170 .85 6.11 2,791,572 .28 
1874-5..... .... 6,7338,670.93 5.97 3,152,862 .45 
1875-6..... .... 8,858,500.48 4.95 3,704,698 .38 
SS eee 5.429,184.31 4.60 3,437,026 .53 
1877-8........ . 5,580,927.40 4.68 3, 126,925.34 
1878-9..... . 5,264, 137.78 4.5 3,172,990 .59 


AMOUNT OF BUSINESS. 
The total freight and passenger movement during each 
year since the great railroad year, 1872-73, is shown by the 
tables that follow : 





Average 
Tons freight distance 
Tons freight carried one each ton 

Years. carried . mile. was carried. 
72- .. 12,431,188 615,769,300 44.50 
.. 12,014,812 507 ,08.:,805 49.75 
. 11,072,312 579,868,083 62.25 
11,327,502 628,577,176 55.48 
11,910,663 ,810,604 57. 40 
. 12,186,545 715,480,157 58.65 
14,401,8' 806,064,933 56.00 
No. of No. of passen- Average 
passengers gers carried distance 
Years carried, one mile, traveled. 
1872-3 42,598,001 658,°207 465 » 10.30 
BP oto vicne ineeee 42,480,4 681,875,870 16.00 
BOTE-G.. cscccrcerexts 42,139,671 655,615 588 15.30 
oo Pr Oo 41,153,229 639,592,115 15.55 
1876-7 oss. cdauete ie 38,450,82: 605,544,855 16.00 
| te 37,318,427 503,060,781 15.85 
SATB... oc ccccden teas 39,217,634 616,871,131 15.7: 


COST OF RUNNING TRAINS. 
The average cost of running trains one mile during this 
year, on all the roads repo , has been $0.845. A table is 
noes given, showing the cost of running each train mile for 
the past four years: 





The cost of train service per total train mile, for the 
six years, is divided as follows: 





1874. a. i. ot>- cor ar 

Repairs of road-bed......... .157 153 116 120 105.100 
Repairs of bridges......... 02 026 018 O18 O19 015 
Repairs of buildings. .037 039 026 025 029 026 
Renewal of rails..... -. 080 056 0388 046 054 (025 
Repairs of locomotives..... .O87 .070 .063 058 051 .045 
Kepairs of passenger cars... .114 104 085 .062) 056) .057 
Kepairs of freight cars..... .1UL 111 .088 .094 .097 .091 
BOIATION... 0. crcccscscvcseccee 319 337 BLL £301) .291) 281 
Oil and waste............+. 016 O15 014 O13 .OL0 00D 
Pass. scsvees ci sentaes¥ts vere 174 147 .121 4.126 0.104 .006 
Boeeh. sich ieecsdred $1,116 $1,058 .874 .863 .706 .745 


It appears that during the year the passenger-train miles 
increased in number 490,736, while the treight-train miles 
decreased 291,259. Other train mileage amounted to 2,988, - 
288, being an increase of 118,104. ‘he apparent decrease 


in treight-train mileage, and corresponding increase in other 
train mileage, was, for the most part, caused by including 
this year in the other train mileage the switching mileage, 
which was heretofore included in treight-train mileage. 

The total train mileage was 22,755,910, showing an in- 
crease of 1,317,581. 


Train Mileage. 
Miles run by ——--———-— 








Passenger Freight 
trains. trains All trains. 
9,212,257 9,084,612 20,061,617 
587,00] 9,298,817 20,247,540 
10,149,520 9,200,054 20,-65,737 
10,450,856 0,464,471 20,605,854 
10,479,546 9,007,200 20,811,041 
. 10,301,803 9,6, 252 21,438,324 
10,792,029 8,974,003, 22,755,910 





The total number of passengers carried was 39,217,634, as 
against 37,318,427 last year, being an increase of 1,500,207. 
The total passenger mileage amounted to 616,871,131, 
against 593,060,751 of last year, an increase of 23,810,351. 
‘The tons of freight carried during the year were 14,401,577, 
against 12, 186,545, showing an increase f 2,215,832. The 
freight nuleage was 806,064,933, which, compared with 
715,480,187 tor last year, shows an increase of 90,584,746. 

As compared with the returns of 1872-3, there is a de- 
crease in the number of passengers carried, amounting to 
8,150,867, or 7.5 per cent., and in passenger mileage of 41,- 
836,834, or 6.8 per cent. But, in the number of tons of 
freight carried, the increase is 1,170,689, or 14.7 per cent. ; 
and, in the freight train mileage, the increase is 190,295,638, 
being 30.9 per cent. 

* * % * ” * 
FARES AND FREIGHTS. 


The average fare per mile received from each passenger 
carried during the last year is as follows: 

1872-3, 1873-4. 1874-5. 1875-6. 1876-7. 1877-8. 1878-9. 
$.0252 $0230 $0242 § §$.0240 $.0240 $.0240 $ 0212 

Such a table, however, is of very slight value, as the rate 
of fare varies, and must vary greatly according to the 
nature of travel, the amount on one road for a certain class 
of travel being 1,500 per cent. more than another class of 
travel on another road. In the average rate given above, 
through and local travel, trip-tickets, package, commuta- 
tion and season tickets are all included. 

We repeat what has been said by us before, that state- 
ments as to average rate of freight are of slight value, and 
that they are even calculated to deceive, unless examined 
with great care. We reproduce tables showing the average 
rate of fares and freights for five years on the leading roads, 
and another showing the c average rates of freight 
on five roads since the year 1865, that being about the time 
when the movement for cheap transportation began. 

‘Tae extent of reduction would be more apparent if the re- 
turns to this board enabled us to state the rates received on 
business which is really through business. At present all 
business is classed as “through,” whether it traverses the 
commonwealth or only passes over one mile of its territory, 
provided it passes from one road to another. 











Fares. 

1877. 1878. 1879 

Cts. Cts. Cts. 

Boston & Albany. : 2.31 2.24 2.14 
Buston & Maine............ : 2.03 ed 1.93 
Boston & Providence R ; 2.20 1.90 1.80 
GR GN a cdi wade vecdoerces . x 2.10 2.10 2.00 
Boston & Lowell............. 2.11 2.15 2.09 2.06 2.44 
2.10 2.00 1.00 1.90 
t 2.04 2.06 2.29 2.05 

2. 2.78 2.69 2.75 2.61 

N. Y., 8. H. & Hartford ....2 33 1.3 2.31 2 20 2.2 
Providence & Worvester..... 2.52 2.52 2.31 2.36 2.37 
Worcester & Nashua......... 4 3.18 <.58 2.94 2.00 
N. H. & Northampton....... 2.065 2.97 2.97 2.34 2.64 
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. Freights. --—— 

1875. 1876. 877. 1878. 1879 

Cts. Cts. Cts. Cts. Cts. 
Boston & Albany.... are 1.28 1.21 1.13 1.11 
Boston & Maine eet fF 2.77 2.31 2.2 2 49 
Boston & Providence........3.36 3.13 2.70 2,50 2.27 
re | 3.60 3.70 2 69 
Boston & Lowell ; Sea Say ‘S 
EE Soins cc'as spas skeeea 5 1.71 1.60 1.36 
Hastern........... ; j 2.48 2.33 2.1 
Connecticut River............3. 97 4.00 4.00 3.50 
N. Y., N. H. & Hartford..... § 3.50 3.07 2.36 
Providence & Worcester 12 2.99 2.90 2.97 
Worcester & Nashua.. 13 2.74 2.72 2.30 
N. H. & Northampton.... 43 3.42 3.91 2.93 

Average Rates of Freight 1865 and 1879. 


Rate, 1865. 


Rate, 1879. Per cent. 


Cents. Cents. 1878 to 1865. 
Boston & Albany 3.90 1.11 29 
Boston & Maine . : 4.58 2.49 4 
Boston & Providence. . 4.38 2.27 2 
Eastern........ sa 4.40 2.19 49 
Connecticut River 6.20 3.50 56 


STEEL RAILS. 

During the year, 179.040 miles of steel rails were laid, 
making 1,696,080 miles, being 50 per cent. of the total 
main line, including double track. 
placed on the roads during the last six years is shown by the 
following table : 

1873-4. 1874-5, 1875-6. 1876-7. 1877-8. 1878-9. 

253 157 104 200 172 179 

ROLLING STOCK. 
The increase in the number of locomotives during the 
ear has been 53, and the increase of passenger cars has 
neen 74. Mail and baggage cars have been increased by 
four, while freight cars have been increased 1040, 
lowing table shows the amount of rolling stock returned for 
the last seven years: 


Steel rails—miles. 


1872-3. 1873-4. 1874-5. 1875-6. 1876-7, 1877-8, 1878-9. 
Locomo 
tives 908 969 O84 994 1013 1,017 1,070 
Passenger 
cars.... 1,243 1,204 1,361 1,442 1,446 1,397 1,462 
Mail and 
baggage 305 353 349 335 254 395 390 
Freight 
cars ....16,143 16,148 16,720 16,836 17,292 18,469 19,509 


GRADE CROSSINGS. 

The number of highway crossings at grade, as reported 
this year, is 2,127. The number reported last year was 
2,043, showing an apparent increase of $4. No such in- 
crease has taken place, and the change of figures is chiefly 
due to greater care in reporting the number of crossings 
which have hitherto been considered as private. The num- 
ber of crossings protected by gates or by flagmen, or both, 
is 586, being an increase of 28. . 


The board has more than once had occasion to express | 


regret that so many grade crossings should continue to en- 


danger the limbs and lives of travelers, and they reiterate | 


the regret that local sentiment should so often demand that 
the number of these dangers should be increased, During 
the past year, aselsewhere reported, 30 casualties took place 
at grade crossings, resulting fatally in 18 cases. During tre 
past ten years the number of persons injured was 244, and 
the number fatally injured was 125. 

All men conversant with railroads deprecate the increase 
and even the existence, of these nuisances, and, in general, 
the community agrees with them. But in each special appli- 
cation a different feeling is shown. Then the expense of an 
over-head crossing by the highway, with the unsightliness 
of the structure and the wear of ‘ horse-flesh,” or the incon- 
venience of a depressed way, with its injury to adjoining 
property, is urged against a!l considerations of safety. Each 
citizen is confident that no accident will happen to him or to 
his family, while many residents in the locality interested 
fear some immediate injuwiy from any other mode of cross- 
ing than at grade. The opposition of railroad companies to 
these crossings is often attributed entirely to their fear of the 
expense of guarding them, although there seems to be no 
good reason for supposing that railroad officials are lacking 
in an average share of humanity. 

There is no subject that so often brings this board into un- 
pleasant contact with individuals and municipalities as this 
of grade crossings. But it is unnecessary to say that, so 
long as jurisdiction over this matter is vested in the board, 
and while their views as to the impolicy and hazard of in- 
creasing the number of grade crossings are unchanged, they 
will be bound to act in accordance with those views. Some 
szrade crossings are inevitable, but they must always be re- 
garded as serious evils, and no device has yet been discov- 
ered that renders them free from peril. The number of ac- 
cidents and of deaths at protected crossings illustrates this, 
and shows that every crossing, however guarded, is a con- 
stant source of danger. Signals, electric and others, may do 
something to diminish the risk, but no signal is now in use 
which any railroad manager would think of trusting as the 
only safeguard of a crossing. And it is hard to believe 
that any willever be delivered that will be relied upon alone, 
or that will entirely remove the danger arising where a 
highway and a railroad cross each other at grade. 


Annual Report to the Western Railroad Association. 


The Executive Committee of the Western Railroad Asso- 
ciation respectfully submits to the members the following 
report for the year ending Dec. 31, 1879. 

n addition to the new work of investigating the merits of 
recent improvements, the work of the Association, in all of 
its departments, as well as its membership, has during the 
year materially increased. The following companies have 
joined the Association during the year: 

Alabama Central. Marquette, Houghton & On- 
Chicago, Clinton, Dubuque tonagon. 


& Minnesota. Mississippi & Tennessee. 
Cleveland & Toledo. Mobile & Girard. 
Coltmbus & Hocking Val- Rome (of Georgia). 


Rock Isiand & Mercer Coun- 
ty. 

Rock Island & Peoria. 

Sioux City & Dakota. 

Worthington & Sioux Falls. 


ey. 
Des Moines & Fort Dodge. 
Evansville, Terre Haute & 
Chicago. 
Great Western. 
Houston & Texas Central. 
Duties of Members.—The members of the Association can- 
not be too frequently or too forcibly reminded of their duties 
in the Association, which consist, chiefly: 
I. In introducing no new device, process or appliance, and 
to make no change in those now in use, without submitting 


the same for an opinion as to what and how many patent or | 


patents the same is subjected to ; and 

Il. The entertaining, much less the settling, of no patent 
claim without an investigation thereof by the Association ; 
and never, except in extraordinary cases, settling any such 
claim contrary to the advice received. 


‘Lhe interests of each and every of the members will be | 


best subserved if each and all will adhere strictly to these 
two peteesy rules. We desire also to call special attention 
to the rule requiring the depositing of a small model of 
every improvement desired to be used, by the member sub- 
mitting the same. It frequently happens that the owner of 


Tbe amount of steel rails | 


The fol- | 


[JANUARY 23, 1880 


a patent will present a device under his patent, which, how- 

ever, is either quite unlike the improvement described in the 
| patent, or contains additional features ; and the device thus 
| altered or added to is thereby made subject either to ad- 
| ditional patents or to claims of infringement under patents 
| already existing. Improvements cannot be safely or satis- 
| factorily investigated as to their legal patent relations, 
| unless the exact thing proposed to be used is fully presented. 

SETTLEMENTS. 

| The settlements which have been effected during the year 
| through the Association have included a much larger number 
| of patents than for any previous year. Settlements and pur- 
| chases are made only on specific instructions, in advance, 
| from members, after they have been advised concerning the 
claim or patent, except in cases where a large number of the 
members are liable under a claim which has been alluwed, 
| when a general arrangement is made with the claimant, 
| covering optional settlements by any present or future mem- 
| ber, through our office, without trouble, delay or expense to 
| the claimant, at materially reduced rates. 
| Such agreements, the details of which will be given to any 
| member, on application, have been made with the owners of 
| the following patents: 

{Here a list of 25 patents is given, foliowed by a list of 81 
cases which were pending Dec. 31, 1879, 

Another list of 31 cases (20 brought by Daniel W. Vaughan, 
three by Thomas Sayles, and eight by James D, Mowry, 1s 
given of cses dismissed during the year at plaintiff’s costs, 
or settled for small sums). 

Tanner Brake.—The statute of limitations barred all 
claims under this patent not sued for on or before the 6th of 
July last. Just before the statute became a bar to the claims, 
Thomas Sayles commenced a large number of suits through- 
out the country, of which 29 have been referred for defense 
| to the Association. A number of suits were also commenced 
under the extension of this patent in Jnly last, by S$. D. Coz- 
zens, attorney, etc., in the name of the beirs of the late Peter 
P. Parrott, of which four have been so referred. This adds 
another to the long list of complications already existing in 
this litigation. The svits formerly brought by Mr. Cozzens 
in the name of James D. Mowry, Trustee, et al., were based 
on the assumption that Mr. Mowry held the title to this pa- 
| tent in trust for Mr. Cozzens and others. It is now alleged 
| that prior to the assignment to Mr. Mowry, an assignment 
of the same character had been made to one Ryder, which 
would defeat the Mowry title; and these suitsin the name of 
Parrott ef al.,are brought under mesne assignments from 
Mr. Ryder. 

The Supreme Court having decided that the extension of 
this patent had become vested in Thomas Sayles, except as 
to the state of Illinois and certain specified railroads, the 
suits last above mentioned are necessarily limited to so much 
of the defendant roads as lie in Illinois; and for so much as is 
thus left of these claims we have full and sufficient defenses. 
| Without repeating the reasons given in the last annual 
report, we adhere to the opinion there expressed, that the 
| Supreme Court, if the Tanner Brake patent ever comes be- 
| 


| 
| 


fore it again, will pronounce the same absolutely void; and 
| we repeat the advice there given, that the decision of that 
| court in the case of Savles vs. Chicago & Northwestern Rail- 
| way Company (VII. Otto, p. 554), renders these no longer 
| cases for compromises or settlements, except possibly in some 
| few cases, and for very smal! amounts. 
| ‘The case of Sayles vs. the Lake Shore & Michigan South- 
ern Railway Company, which was submitted early in the 
present term to the Supreme Court on printed briefs, and 
which is now being held under advisement, involves the im- 
wortant question: (1) Whether a suit can be brought in 
equity for the infringemenvt of a patent after the patent has 
expired (its owner not then being entitled to an injunction) ; 
(2) Whether in the case of an extended patent, the federal 
statute of limitations of 1870 (repeated in 1874) commences 
to run at the expiration of the first term for infringements 
committed during that term, or only at the expiration of the 
whole life of the patent; and (3) whether, in the absence of a 
federal statute o limitations, the several state statutes of 
| limitations apply in cases for the infringement of patents. 
| Swage Block Cases.—The cases of Turrill vs. the Chicago 
& Alton, and same vs, The Chicago, Burlington & Quincy, 
are still pending in the Supreme Court, upon the question 
whether the decrees rendered therein against the defendants 
bear interest. These cases will probaply be reached during 
the present term. Two other cases, one against the Lllinois 
Central and the other against the Michigan Southern & 
Northern Indiana, are held under advisement by Justice 
Harlan, upon the question, Whether, in estimating the profits 
and savings to be charged to the defendants, the comparison 
should be made between the patented device and any other 
device, no matter when invented, which the defendant was 
at liberty to use during the term of the infringement, or 
whether the defendant must be confined in the comparison 
to devices known prior to the date of the plaintiff's invention. 

No steps have been taken during the year, in either of the 

cases brought by Mr. Turrill, ef al., under the Beebe & 
Smith swage block patent, or in the Cawood suits not named 
above. 


Hodge Brake.—Nothing bas been done during the year in 

the cases of Vaughan, under the Hodge Brake patent vs. 
tailroads, except that the cases noted above have been dis- 

missed. Many of these cases vere commenced on simply a 
suspicion of infringement just before the statute of limita 
tions barred the right of action. The remaining Vaughan 
cases are pending either on a demurrer or on a stipulation 
that no further steps need be taken by the defendants until 
after notice isserved by the plaintiff. 

Sleeping-Car Patents.—The owners of the Pullman palace- 
car patents still delay the suit commenced in 1876, which di- 
rectly involves the validity of the more important of these 
patents, no steps having been taken by the plaintiffs therein 
since, having only partially perfected their prima fucie 
case, they filed in 1878 a stipulation that no further proceed- 
ings need be had by the defendants until notice served. 

Mauufacturers, Builders and Supply Agents. —A case 
in which we could test the legal liability of builders of loco- 
motives and cars who, without any advice to or from the 
railroad companies, put therein patented improvements 
without paying the royalties, has not yet arisen. Totakethe 
obligation of the builder to protect the companies in the un- 
disturbed use of the cars or C ccenalibes is not sufficient, but 
should, in all cases, be taken for whatit is worth. In the distri- 
bution of patronage and contract, however,railroad companies 
have the power to compel, without cost to themselves, the 
few builders who shall refuse so to do, to share some part, if 
not all, of the difficulties in which they have thus involved 
the railroad companies. We are glad to state that most of 
the locomotive-builders have recognized their equitable obli- 
gations in this regard, and have refunded to the members of 
the Association in some cases al] and in other cases 50 per 
| cent. of the amounts paid for infringements incurred as 
| above ; but some of them not only refuse to recognize any 
| liability in this regard, but refuse to join, under any condi- 
tions, m securing a judicial determination of the questions 
involved. While this is their privilege, we desire to suggest 
| to the members that to some extent, at least, they can take 
| the matter into theic own hands, as indicated above. 

Tracy Switch.—Suit has been commenced under the blind 
(or jack-knife) switch patent, granted Feb. 26, 1867, No. 
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62,510, to William Tracy. We have satisfactory evidence 
of the entire want of novelty in the alle invention. 
Grain Doors.—Claims have been made for some time under | 


The report of these several commissions are added to this re- 
port as an appendix for convenience of reference. : 
We received, during the latter part of the year, four appli- | 





tons pig-iron and 9,940 tons spiegel. The products were 
07,878 tons steel ingots; 99,970 tons blooms; 8,252 tons 
billets; 76,044 tons rails. A new cupola is being added to 


the grain.door patent, granted May 17, 1870, No. 103,126, | cations for suck investigations, upon which we have taken no | the works, 


to Barker & Thomas, that it was infringed by any grain door | 
turning on a pivot edgewise across the opening, This claim | 
has been uniformly refused ; and we have yet to find a use | 
not commenced under a license under this patent which | 
comes within its proper scope, even supposing that the patent | 
be valid, which is not adraitted. Suit under this claim has 

been commenced, but in the opinion of our counsel cannot 

be successful, | 

Copper Ferule Flue Joints.—Suit has been commenced | 
under the patent granted May 29, 1860, No. 28,479, to Mr. | 
S. J. Hayes, for the use of a copper ferule to make water- | 
tight the connection between the flue and the flue-sheet. We 
have for years denied the validity of this patent, and are in | 
possession of ample evidence, both documentary and in| 
parole, to demonstrate the invalidity of this patent also, for | 
want of novelty. | 

Fire-Brick Arch.—We are still defending members against | 
the familiar Griggs fire-brick arch patent, both on the grounds 
of irvalidity for want of novelty and of non-infringement, 
with coniidence of success. 

Head-Lights.—Six suits have been commenced under the 
patent granted, April 29, 1862, No 35,122, to Irvin A. 
Williams. It is claimed that the patent is infringed by any 
practicable kerosene-burning headlight. The patent has 
now expired. In asuit under the patent an Eastern railroad 
which has been defended by the Adams & Westlake Manu- 
facturing Company, the makers of the lamps alleged to in- 
fringe. Judge Blatchford has sustained the patent and the 
master has brought in a report finding the defendant’s sav- 
ings (in addition to the damages) to be three hundred ‘and 
thirty dollars per lamp. 

It is diflicult to summon sufficient patience and moderation 
to properly criticise this rule of profits and savings which 
now obtains in equity patent litigation. Established by the 
Supreme Court, in cases of comparatively small importance, 
and without seeing to what enormous and unjust results this 
rule would lead, its parallel does not and probably never did 
exist in the courts of this or any other civilized country. Its 
fairness has already been doubted in dicta by the Supreme 
Court, and it has been severely criticised by some of the 
circuit courts. We have confidence that the courts will 
themselves in time materially modify this measure of dam- 
ages, though it would seem that a due regard for the public 
weal would induce Congress in this important matter to an- 
ticipate the ‘law's delay.” 

Wrecking Cars.—The case of Herrick vs. The Western & 
Atlantic R. R. Co. is only waiting for the plaintiff to take 
rebutting testimony, and will probably be heard on the 
questions of validity and infringement at the present term 
of the Circuit Court for the Eastern District of Tennessee. 
The testimony for the defendant, already taken and filed, 
shows an entire want of novelty in the alleged invention of 
the plaintiff. 

Brake-Hose-Coupling.—Vhe case pending under the Gard- 
ner & Ransom patent, dated June 25, 1872, is nearly 
ready for hearing. The case involves the infringement of 
this patent by the use of the hose-coupling attachment gen- 
erally in use in connection with the Westingnouse brake. 

[tis to be remarked that every member of the Association 
is directly interested in the issue of one or more of the cases 
now pending, and that by the results of most of them a large 
number of the members will be affected. 

We have during the year pursued the general policy of 
the Association heretofore established of contesting only such 
claims as prove after investigation to be invalid, and such as 
we are unable to settle for any reasonable amount, 

Vechonical Investigations of Improvenents.—The follow- 
ng resolution was adopted at the last annual meeting: 

** Resolved, That the Board of Directors is authorized to 
appoint mechanical experts to examine into and report upon 
the merits of inventions affecting railroad interests, pro- 
vided each inventor or other applicant. pays to the Associa- 
tion not less than $100 foreach examination, and, in addi- 
tion to the fees of the experts, the cost of making examina- 
tions and experiments, and the expense of printing the re- 
ports and distributing them among the members of the As- 
sociation,’ 

Pursuant thereto the Executive Committee adopted the 
following additional rules: 

‘* RULE I.—Parties requesting examinations of inventions, 
shall, in each case, file with the Secretary a written applica- 
tion for an examination accompanied by a copy of the 
letters patent, an abstract of the title, a certified copy of 
the file-wrapper and contents, a brief statement of the 
advantages claimed, and when the improvement will 
admit of it, a model thereof; and shall, at the same time 
pay to the Secretary the sum of one hundred dollars ($100), 
all of which shall be retained by the Association as 1ts 
property. 

* Rue Il.—In granting a request for any such examina- 
tion, the Executive Committee may require, before the Ex- 
amining Board shall proceed therewith, the deposit of such 
sums as will be required to meet the probable expenses of 
the examination. 

“ute IL!.—Whenever the Executive Committee shall 
determine to proceed with any such «examination, it will ap- 
point a Board of Examiners and furnish them with such in- 
structions as the nature of the case shall seem to require. 
The Secretary will then notify the members of the Board of 
their appointment, and name the time and place of their first 
meeting. ‘lhe said Board will make its final report, in writ- 
ing, to the Executive Committee, and the report will then be 
printed and sent to the applicant, and to each of the mem- 
bers of the Association. 

t{uLE LV.—If experiments are made, seasonable notice 
thereof will be given to the applicant. 

“Rute. V.—lhe members of said Board shall be paid 
eight dollars per day, or in that proportion, for the time 
actually employed, and, also, their actual necessary travel- 
ing expenses.” 

Under the above, Messrs. EK. P. Alexander, President 
Georgia Railroad Co.; E. T. Jetfrey, Superintendent Mlinois 
Central Railroad, and Geo, W. Tilton, Superintendent Ma- 
chinery Chicago & Northwestern Railway, have investi- 
gated the Haggas water elevator, patented July #0, 1878, 
N>. 206,560. Messrs. J. C. McMullin, General Manager 
Chicago & Alton Railroad, and John C. Gault, General Man- 
ager Wabash, St. Louis & Pacific Railway, have investi- 
gated the railway safety-gate for crossings, under patents 
Nos, 151,260, 173,839, 173,823, 194,388 (re-issue), 7,207. 
Messrs. A. Kimball, General Superintendent Chicago, Rock | 
Island & Pacific Railroad; S. J. Hayes, Superintendent 
Machinery Illinois Central Railroad, and Geo. W. Tilton, | 
Superintendent Machinery Chicago & Northwestern Rail- | 
way, have investigated ‘*the Kennedy spiral shearing | 
munch,” patented April 18, 1875, No, 161,968. And Messrs. | 
fr d» Funiak, ‘eneral Manager Louisville & Nashville Rail-| 
road; A. Manvel, Assistant Superintendent and Purchas- 
ing Agent, Chicago, Rock Island & Pacific Railroad, 
and C. M. Higginson, of the Chicago, Burlington & Quincy | 
Railroad, have investigated soft-metal bearings for journals, 
having special reference to the ordinary brass bearings 
(seven parts copper, one part tin), the Hopkins lead-lined 
bearings, patented Nov. 15, 1870, and the “ Pitts bearings.” 
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action, believing that this whole matter should be fully dis- | 
cussed by the members of the Association before any further | 
steps are taken. 

u this connection the attention of the Association and the 
Board of Directors for the ensuing year is called to a bill, | 
recently introduced into 

CONGRESS, 
providing that a commission be appointed by the governme °t | 
to determine what improvements should be adopted by trar, 
portation companies for the further safety of the public anu | 
the mails, to enforce their adoption, to determine the price | 
to be paid by railrozd companies for the use of such improve- | 
ments, etc., etc. ~ 

There are also pending in Congress several bills for the ex- | 
tension of patents upon 1ailroad devices which should not, | 
in equity or under the law, be extended, and one bill provid- | 
ing that, under certain conditions, all patents at any time | 
heretofore granted may be exvended for the further term of | 
eight years, if such extension be applied for to the Commis- | 
sioner of Patents within two years after the passage of the | 
bill. No final action will be had by the committees of Con- | 
gress upon these matters till late in January, 1880. Whether | 
any further steps should be taken with reference to these | 
Congressional matters is also left to the decision of the an- 
nual meeting and to the Board of Directors for the ensuing | 
year. 

During three years the officers of the Association made at- 
tempts to induce Congress to make general amendments to 
the patent laws, providin;; a statute of limitation for in- 
fringements, aking more equitable the measure of damages 
in patent cases, permitting the recording of licenses, requir- 
ing the payment of governmental fees during the life of 
patents under penalty of their forfeiture, regulating 
the re-issue of patents, permitting an appeal in patent 
litigation upon the questions of validity and infringe- 
ment, without waiting for the tedious, expensive and oft- 
times useless reference to the master for an accounting, and 
adding certain declaratory propositions already established 
as law by the circuit courts, but which are enveloped in the 
uncertainty of not having yet been passed upon by the Su- 
preme Court. 

In the 44th Congress a bill of this character passed the 
House by a large majority but could not be taken up by the 
Senate until two days before the final adjournment—too late 
for any action. In the 45th Congress, after several weeks’ 
discussion before the Senate Committee on Patents by rep- 
resentatives of all the various kinds of business interests af- 
fected by the patent laws, the bill was unanimously ap- 
proved by the Committee, and after thirteen days’ discus- 
sion was passed by the Senate with only one dissenting vote. 
But it was impossible then to secure the consideration by the 
House of that Congress. No permanent reform in the pa- 
tent law could be made which would benefit the railroad in- 
terests that would not equally benefit the public at large, yet 
a persistent opposition has been made to these proposed 
a nendments. 

For many reasons, but principally on account of the suc- 
cess which has of late attended the work of the Association 
in contesting unjust claims, and in settling just ones equita- 
bly, your Committee has made no special efforts in this di- 
rection during the present Congress. 

FINANCIAL. 
The cash balance ist January, 1870, was....... 2 $1,705.02 

“receipts for 1879, account assessments, were..... 27,240.81 

ad 4 i mech, investigat’s were 500,00 
costs in litigation 3.008 00 





Total... 3 ‘7 EP ‘ ; $32,545.53 
The expenses for 1879 were....—. : $26,740.50 
cash balance 31st December, 1879, is p 5,803.33 





| Ee hn eh aeeaeil sbadeass . . $32,543.83 

From and including the year 1875 to and including last 
year the annual expenses have aggregated about the same 
amount. The lowest amount expended in any one of those 
years (1876) being $26,176.86, and the highest (1878) being 
329,390.69. The expenses for the last year were le: s than 
those of the preceding year by $2,650.19, which, with the 
amount recovered as costs in the case of Sayles vs. The Chi- 
cago & Northwestern Railway Company ($3,008), enabled 
us to rebate to the members one-half of the fourth install- 
ment (43,921.68) of the assessment for 1879. 

The growth of the files, library and models, and the em- 
ployment of an additional clerk necessitated the renting of 
new and larger offices with more vault accommodations, the 
fitting up of which will be an extra expense for the coming 
year, but in the absence of other extraordinary expenses the 
assessment for next year can be reduced somewhat below 
what it has been for previous years. 

A lease of rooms 62, 63, “4 and 65 of Honore Buildings 
has been secured till the 80th of April, 1883. 

All of which, with the Treasurer’s report hereto attached, 
is respectfully submitted. 





B. F. AYER, 

T. F. WitHrow, 

B. C, CooK, 

A. L. OSBORN, 

J. M. WALKER, 
Executive Committee. 
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THE SCRAP HEAP. 


Railroad Kquipment Notes. 

The Hinckley Locomotive Works in Boston were sold at 
public sale by the Irustees, Jan. 14, and bought by Alex- 
ander 8S. Porter, acting for Greeley 8. Curtis, Robert H 
Stevenson and Charles L. Pierson, of Boston. The property | 
was sold subject to mortgages for $180,000 and unpaid taxes | 
for 1879. The price paid was $210,000, making the cost to 
the purchasers about $595,000 in all. 

The Indianapolis, Cincinnati & La Fayette shops at India» - 
apolis lately turned out a very handsome passenger coach | 
with six-wheel trucks. 

The Wason Manufacturing Co., at Brightwood (Spring- 
fieid), Mass , has just completed a new freight-car erecting 
shop. The shops are building passenger and baggage cars | 
for the Boston, Hoosac Tunnel & Western, the Lake Erie & 
Western, the Boston & Providence, the St. Louis, Keokuk & 
Northwestern, the Passumpsic and the Central of New Jer- 








sey. Orders are on hand for 200 freight cars for the New 
York & New England ; 200 for the Connecticut & Pas 
sumpsic Rivers; 100 for the Fitchburg, and 30 for the Con- 
necticut River road. 

Iron and Manufacturing Notes. 

A. Kloman is running the old Superior Mill, in Pitts- 
burgh, on steel rails, splice-bars, steel and iron beams. Most 
of the mill is running double turn. 

Wilson, Walker & Co., in Pittsburgh, have lately added a 
2,000-lb. helve hammer to their forge deparment. They are 
building an addition 72 by 47 ft. to the mill, in which a now 
4,900-lb. steam hammer will be placed. 

The Edgar Thomson Steel Works last year melted 97,792 ' 


The Iron Age makes the following statement of the con- 
— of the blast-furnaces of the United States on Jan. 1, 
SSO; 


Out Not, 
In blast of blast. reported. Total. 
Charcoal........ al 93 146 3 Raz 
POON 5s éuckacses voak 165 67 1 233 
Bituminous, or coke.... 1z6 206 
Total... wa 3u4 681 
Capacity per week, tons. . .80,622 121,907 





Of the furnaces out of blast some are preparing to blow in, 
while quite a number are old furnaces, worn out or of de- 
fective construction, which will never be used again. More 
furnaces are now running than at any time for six years 
past. 

Out of 80 furnaces in the Shenango Valley 17 are in blast 
and four more getting ready to start. 

The Birmingham Rolling Mill Co. has been organized to 
build a large rolling mill in Birmingham, Ala. 

The Lookout Rollimg Mill, in Chattanooga, Tenn., is run 
ning fuil time and is building three new heating furnaces. 

The Panic, Eagle, Brown Hill and Walton furnaces, with 
large tracts of iron and wood lands, have been sold to the 
Lobdell Car Wheel Co., of Wilmington, Del. These furnaces 
are all in Wythe County, Virginia. 

The lerge rolling mills and furnaces at Birdsboro, Pa., and 


| the tracts of ore-lands owned by the firm of E. & G. Brooke 


have been transferred to two joint stock companies. known 
as the E. & G. Brooke Tron Co., and the E. & G. Brooke 
Land Co, The Lron Co, has $600,000, and the Land Co. 
$90,000 capital stock. 

The United States Wind Engine & Pump Co., of Batavia, 
[ll., has contracted to furnish all the water tanks and fixtures 
on the Denver & Rio Grande extensions. They will all have 
Halladay improved wind-mills and Curtis double-acting 
pumps. 

Bridge Notes. 

H. 8. Hopkins & Co., of St. Louis, last year built 3,770 
linear feet of bridges in spans varying from 50 to 204 ft, 
They have now on hand 15 spans, 1,405 ft. in all, of Howe 
truss bridge for the Omaha Extension of the Wabash, St. 
Louis & Pacific, to replace temporary structures, and are 
building a round-house and shops at Stanberry, Mo., for the 
same road. 

The Keystone Bridge Co., in Pittsburgh, lately completed 
a light-house for the Mexicyn coast near Tampico. Another 
one is to be built by the same company for a reef near Vera 
Cruz. 

The Detroit Bridge & lron Works are building an iron 
bridge over the Chicago River in Chicago for the Mlinois 
Central. Itis a Pratt truss draw, 202 ft. long, having 80 
ft. clear opening on each side of the centre-pier. 

Prices of Rails. 

A further advance in steel rails is reported, and some sales 
have been made as high as $80 per ton at mill. Manufae 
turers are unwilling to set any price for fall delivery, 

Some sales of iron rails are reported at 862.50, but the 
latest quotations are $65 to S70 per ton at mill. As with 
steel rails, makers are uncertain about the future and will 
not make contracts for many weeks ahead, 

Old iron rails are in active demand, with large sales at 840 
to $43 per ton in Philadelphia. Pittsburgh quotations are 
$42 to $44 on cars, with a further advance probable. 
Couplings. 

A freight train some time ago ran into a flock of sheep near 
the Missiquash bridge, killing two. When the train reached 
Au Lac, one of the flock, a ive and well, was fc und by the 
engiieer sitting complacency on the cow-catcher.—St, John 
(N. B.) Telegraph. 

Whenever a railroadiman lays a pin across the iron rods of 
the draw-head of a Georgia car, and attempts to pick it up 
to make a coupling, he gets off very well if he loses only a 
finger instead of his hand.—Nashville (Tenn.) American, * 

An exchange says: ** A conductor on the Western & At- 
lantic Railroad brought his wife to Atlanta, and paid her 
fare for her on his own train. The Superintendent beard of 
it and refunded the money to the monument of honesty.” 


American Locomotives Abroad. 


The Lngineer, in commenting on the prospects of business 
in England, for 1879, says: 

‘The purchase of American locomotives by railway com 
panies in South America and the British colonies is causing 
some anxiety and discontent among English makers; but the 
causes are neither permanent nor irremediable. The Ameri 
can engines are cheaper in first cost, partly by the use 
of cheaper and lighter materials, such as iron tubes in place 
of brass, steel fire-boxes instead of copper. cast-iron wheels, 
thinner boilers and thinner tires: and till the expenses of 
repairs and renewals of the engines and permanent way 
shall have been analysed and allotted to their proper causes, 
no fair comparison is possible with the English-anade en 
gines. But the success of the Americans is also due to the 
custom of the trade, which enables makers to adopt fixed 
types of engines which can be cheaply repeated ; and it is 
to @e feared that so long as English engineers continue to 
design innumerable kinds of engines, the makers of this 
country will be handicapped in the competition with those 
who can make cheaply, and stock, the various parts and 
accessories of their engines.” 

Injury to a Vacuum Brake from a Broken Tire 

A. correspondent in the Kaglish Mechanic describes an se 
cident which occurred on the Chemin de Fer du Nord from a 


| broken tire, with singular results. It was described as foi 


lows: * Justas the train was passing the advance or distant 
signal at aspeed of 50 miles an hour the tire on the le/t 
hand trailing wheel of the engine broke and came completely 
off. The driver at once attempted to apply the vacuum 
brake, but found that it was perfectly useless; he then whis 
tled forthe guards to appiy the hand-brakes. Very fortu 


nately, the engine did not leave the rails. 


* The train was brought to a stand near the points ou the 


| Paris side of Groussainville, after having run over 1,100 


yards. No persons were injured, but considerable damage 


| was done to the rolling stock and permanent way. Upomex 


amining the vacuum brake, it was found that it had been 
rendered useless by a piece of the broken tire having 
damaged the brake pipes. It will at once be seen 
that the accident would never have happened if this 
tire had been fastened to the wheel by one of | the 
well-known methods which prevent a broken tire 
from leaving the wheels. This is also another instance in 
which the necessity for continuous brakes being * self-acting 
in case of accident,’ is most clearly shown. Uf the train had 
been fitted with an efficient brake, it would have been 
brought to rest in about 200 yards, as the brake would have 
instantly applied itself. It is now a well-known fact that a 
brake which is not ‘self-acting, incase of accident 
damaged, and therefore rendered usely it the in 
moment when it is most required and would be 

est use.” 
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Passes.— All persons connected with this paper are forbid- 


den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office, 


Addresses. — Business letters should be addressed and drafts 
made payable to THe RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
Epirorn RAILROAD GAZETTE. 





Advertisements,-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do 80 fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions, Subscribers and others will materially 
assist us in making our news aceurate and complete if they 
will send us early information of events which take’ place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracls for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their maa- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired, Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, ond es- 
pecially annual reports, some notice of all of which will 
be nublished ; 


LOCOMOTIVE BOILER EXPLOSIONS. 


The monthly reports of train accidents for the past 
year, which have been published in these pages, give a 
total of 17 explosions, which caused the death of 22 
persons and injured, more or less seriously, 25 others 
during the year, If it were possible to give the 
true causes of those explosions, or a report on them, 


made by intelligent persons, what an instructive 
record it would be! At present we have a yearly 
sacrifice of life and an amount of  suffering—dof 


which that of last year is not exceptional—and it is 
passed over almost without notice, and certainly with 
little or no profit. 

The following table gives the number of locomotive 
boiler explosions for each month since February, 1872, 
as given in the monthly reports of “ Train Accidents ” 
published in these pages. The total, it will be seen, is 
189, or an average of between 17 and 18 per year. If 
the average fatality and injury be the same as last 
year, we would have a loss of 179 lives and injury to 
204 persons from locomotive boiler explosions during 
the past eight years. * 

Number of Locomotive Boiler Explosions 


1872. 1873, 1874, 1875. 1876. 1877. 1878. 1879. Total. 
January . 3 3 ‘ 1 2 4 17 


[ ; 4 
February.. 2 3 1 1 1 1 ‘ 10 
March, 5 os 2 : 5 2 i 1 19 
April 4 1 (—) 2 1 1 : +) 
May 1 s 1 1 3 1 1 7 
June 2 1 2 é 1 1 1 1 12 
July . 1 , 1 2 
SR rates Geto oo Pay 
September . 2 1 3 3 3 2 1 16 
October cm 1 1 2 3 1 2 1 12 
Rovensber.;.. SUR... <Q ORY. Sy te 
December.... 1 é 1 ¢ 1 2 I a 15 
Totals. 21 16 14 26 19 sy 1 7 139 


It would be rash to say that this sacrifice of life and 


:, |himb and the awful suffering atten 


| 
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| 
‘an be en- | 


ding it 
| tirely prevented, but it is certain that it can be very | 
much diminished, and that in a great measure it is | 


| 
| due to preventable causes. 

| Before discussing these, attention will be called to 
| the curious fact. indicated by the table, that the num- 
| ber of explosions in cold weather is considerably great- 
ler than in summer, Thus, in the six warm months, 
| April, May, June, July, August and September, there 


| were, during the eight years, 55 explosions, while dur- 


ing the same number of years there were 84 
explosions in January, February,. March, October, 


| November and December. For January of 1872, there 


was no report of accidents made, The omission, if 
supplied, would probably make the difference still 
i The months, 


pared with the three summer months, give a propor- 


more apparent. three winter if com- 
tion of 42 explosions during the former to 28 in the 
latter. With the 1872 


added, in all probability it 


omissions for January, 


would make the 
tion of very nearly or quite two to one. The three 
the three 
months, give a proportion of 35 to 39, or are very nearly 
alike. 

It would probably 


propor- 


spring months, compared with 


the 
cause of the increase in the number of explosions dur- 


be useless to speculate on 


ing cold weather without more data to reason upon, 
but the fact as indicated is a singular one, to which, 
we believe, attention has never been called before. 
With reference to the general subject of boiler ex- 
plosions, it may be said that the view that they are 
inscrutable forces, 


due to any mysterious causes or 


such as electricity. explosive gases, etc., must now be 


treated as a superstition. Those who have studied the 
subject most carefully, and who are best qualified, by 
scientific knowledge, experience and means of obser- 
vation to form intelligent opinions on the’subject, are 
almost unanimous in believing that, with hardly any 
exceptions, explosions are caused by the ordinary 


working pressure or one very little above it. It may 
not be known to all of our readers that in Great Britain 
whenever a serious railroad accident, including loco 
motive boiler explosions, occurs it is 
ol 


extract from a report on one of these accidents 


investigated by 


an inspector of the Board Trade. The following 
made 
by an inspector on an explosion which occurred on the 
London, Brighton & South Coast Railway in 1858, will 
indicate the opinions which are held there in relation 
to the causes of such accidents, In this report it was 
said : 


“| desire to take the opportunity of stating that all try 
experience goes to confirm the view | have for many years 
taken, that the majority of these explosions occur under the 
ordinary working pressure of the steam, and can be traced 
to the boiler being worn out, or to some marked defect in 
its construction, and not to steam of extreme tension gen- 
erated by the willfulness of the driver loading the safety 


ents to relieve themselves from blame. In cases where steam 
of extreme tension has been generated, it will be found 


part of the boiler. 
Wilson, in 


ers, 


excellent * Treatise on 
226: ‘*As 


plode from one cause alone: 


his Steam 


rule, steam boilers ex- 
* 


Says, pape a 
they 
weak for the pressure they are worked at.” 


are too 
When, therefore, an explosion like that which oc- 
Morris & Essex Railroad, 
last October, and which is described on another page, 


curred at Hoboken, on the 
takes place with a boiler which is apparently provided 
with all the braces and stays that could be required to 
give it strength, and in the construction of which per- 
haps more than ordinary care has been taken to make 
it secure, the natural question which must be asked is, 
What was the 
weakness certainly must have existed, 


cause Of its weakness: because such 

\ locomotive or any other boiler, to be safe, should 
have an ultimate or bursting strength of at least five 
times that it the ordinary 
working pressure. In other words, a boiler like that 


of the ‘* Lehigh,” to be safe at a working pressure of 


to which is subjected by 


120 to 180 Ibs. per square inch, should be able to stand 
from 600 to 650 Ibs, before bursting. Now, if it did 


quest testified they believed it did, from over-pressure, 
how could it have been produced in the boiler? 
proximating these figures agree that long before 
they are reached it gives unmistakable evidence of 
the fact. 

As soon as the pressure exceeds that at which the 
by leakage at the joints, and attempts to burst well- 
made boilers have repeatedly failed because the leak- 
age at the high pressure required became so great that 
it was impossible to maintain the latter. 

In the case of the ‘‘ Lehigh,” there was apparently 
no evidence at all brought forward at the inquest to 
indicate that there was any such pressure. All the 





wuutumn 


valves, which is a favorite theory of locomotive superintend- | 


almost invariably to have arisen from the wearing of some | 


Boil- | 


explode, as some of the witnesses at the coroner's in- | 


All| 


who have ever witnessed a boiler tested to pressure ap- | 


boiler ordinarily works, the excess would be indicated | 


testimony of those who were examined, and of others | 
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who inspected the boiler after the explosion, agreed 
that the first rupture took place along the line 1 m 


of fig. 1, on another page. Now, if it did give out 
at that point first, what was the. pressure that 
broke it? The reasons bave been given for be- 


lieving that the pressure could not have been near 
what should have been the ultimate strength of the 
boiler. It therefore must have failed at a lower press- 


ure, and therefore it was weaker than it should have 


been, just in proportion as the strain at which it failed 
We 
lare thus unerringly led to the inference that the boiler 


was less than that due to, say, 600° Ibs. pressure. 


was weakened at the point at which the fracture first 


started, But, as will be seen from the testimony at 
|the coroner’s inquest, one of the experts said: 
“There is nothing to indicate any weakness in 


the iron ;” then, by way of qualification, added, ‘I 


now speak of the sheet generally.” The purport of 


The same witness also 
fracture that 


| the qualification is not clear. 
** There 
showed any crystallization, [ examined it with a mag- 
the 
| edges of the piece and the locomotive, but I could not 


said : was no evidence in the 


nifier.” nother expert testified: ‘‘ 1 examined 


find. any corroding—not with a magnifying glass. 
There was not the slightest indication of a crack on 
Tt is hard to 
of Mr. 


The Locomotive, and published elsewhere. 


the fractured edge.” reconcile this testi- 


with the evidence Hartwell, given in 
Either the 
witnesses referred to should get more powerful mag- 


} mony 


| nifying glasses, or else Mr. Hartwell should be a great 
| deal more careful in making his examinations. 

| Another curious omission occurs in the report of the 
ij testimony beforeus. Mr. Boy le said that ** the grain 
the sheet,” but he 
| apparently did not tell the jury which way the grain 
lof the of the 
| longer lengthwise of the boiler than it is circumferen- 


lof iron should run lengthwise of 


iron fractured sheet ran, The sheet is 


tially. and therefore if, as usually happens, the grain 
was in the direction of the greatest length of the plate, 
t 


would run longitudinally to the boiler, 


Now, supposing that at the coroner's inquest there 


had been some one competent to investigate such sub- 


jects, who would have asked ‘** which way the grain 


I 
stronger and less liable to crack if the grain ran in the 


lof the iron ran,” and * whether plates were not 


direction of the greatest strain than if it was length 


wise,” and who would then have brought the plate before 
the coroner's jury and shown them and the coroner the 
appearance of the fracture, It would have led them to 
bring in a verdict which would have indicated the 
rf Such 


ora proper report on explosions of this kind, 


true ¢ the weakness of the boiler. ver- 


itlise 


would be a fresh warning to all the master mechanics 
in the country whenever such an explosion occurs, 

{t is not our purpose to throw blame on the officers 
if care- 


of the Morris & Essex Railroad. The boiler, 


fully inspected when it was constructed, would, prob- 
lably, by nine master mechanics out of ten have been 

That it had 
certain; other- 
What we tind fault 


with, and the aspect of the case to which it seems im- 


| pronounced an unusually strong one. 


some defects, and very grave ones, is 


wise it would not have blown up. 


| portant that public attention should be directed is, 
that when such a calamity occurs there is no thorough 


linvestigation and report on it which has any value, 
| which, if it had, would be a perpetual warning and 


|reminder to all who build, repair or have charge of 
| boilers. 

Any one who will take the reports of the Board of 
will find in 


the sub- 


|Trade of Great Britain on such accidents 


them a great store-house of information on 
ject. These are published there, and if unheeded, be- 
come evidence of negligence on the part of those who 


It 


| be a humiliating reflection to all Americans that under 


| are responsible for the condition of boilers. should 


our government and the condition of our civil serv- 
ice, with the apathy of public sentiment, such 
work is almost, if not quite, impossible , here. 
The special committee which during the past 


year has been engaged in investigating railroad abuses 
in New York, itisreported, will recommend some form 
of Railroad Commission. it would seem to be proper 
to add to the duties of such a body that of investigat- 
ing railroad accidents, or, at least, those which are at- 
But if this 
was said before, the condition of our civil service and 


tended with a loss of life. were done, as 
|the practice of appointing persons to such positions 
las rewards for, partisan services would be very likely 
to render it as useless and as inefticient as a coroner’s 
|inquest; and of the value of such investigations the 
verdict rendered by the twelve wise men in Hoboken 
| is an example. 

We have, however, written so much oa the general 
| view of the subject that there is no room to consider 
what seem to have been the defects in construction 
|in the boiler commented upon, which must be reserved 
for a future article. 
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THE PURCHASE OF THE NAS 
TANOOCGA. 

The course of events which has ended in uniting 

under one control the roads of the Louisville & Nash- 

ville and the Nashville & Chattanooga companies has 





necessarily had close connections with each other. 
The Nashville & Chattanooga had the only railroad 
connection with the Southeast south of the Ohio as far 
west as Decatur, Ala, The direct route from the whole 
country north of the Ohio and west of Pennsylvania to 
the Atlantic coast from Wilmington, N. C., to the 
Chattahoochig River was by this road and its Georgia 
connection, the Western & Atlantic. Shipments from 
Chicago, St. Louis, Cincinnati or Louisville might go by 
three different routes to Nashville. but from Nashville 
to Atlanta there was only one road, and from Nash- 
ville to any points east of Alabama there was only one 
direct road. 

For a long time the Louisville & Nashville com- 


THE RAILROAD GAZETTE, 


& CHAT- | of Decatur and west of the Alleghenies by which ac-| terms being the same, a lease of the Nashville & 


cess could be had to Georgia and adjacent states and 
| the southeastern Atlantic sea-board. But it never was 
any more than a link ina line. Its importance con- 
| sisted in the fact that it was the middle link in not one 


Itstermini are unimportant cities, not great centres of 
trattic. If the railroads at either terminus could find 
means of covering the distance between Nashville and 


wholly destroyed, unless it should acquire connections 
of its own. 

This, then, it began to do. The first step was to 
lease from the Receiver the system of the St. Louis & 
Southeastern north of the Ohio River, acquire the com- 
pleted section of the Owensboro & Nashville road, and 
prepare for its extension at both ends, soas to com- 
| plete a new road between Evansville and Nashville, 
ithus making a complete road from St. Louis to 





Chattanooga without using that road, its importance | ville & Chattanooga stock. 
would be very greatly reduced and its independence | hands, having intimate relations with the manage- 


49 


Chat- 
tanooga to the Louisville & Nashville would have been . 
less acceptable to President Cole than a lease of the 
Louisville & Nashville to the Nashville & Chattanooga, 


|and, vice versa, the same with President Standiford. 
been remarkable. The two roads have always and | but many lines, and at the time an indispensabie link.” 


At least, the companies did not agree on the terms of 


| . . . . 
| a lease or consolidation. Then the Louisville & Nash- 
| Ville, or its managers in their individual capacity, set 


to work to purchase a controlling interest in the Nash- 
It being chiefly in a few 


ment, this must have been a difficult and delicate mat- 
ter. It is said to have continued for some four months, 
| during which the price was advanced from about 40 


to. 96, Saturday last the amount necessary for control 


| was finally secured by purchasing on private (and 
| doubtless very high) terms the interest of one of the 
large New York stockholders, and the control of the 
Nashville, Chattanooga & St. Louis Company passed 
into the hands of the Louisville & Nashville people 


manded most of the traftic between the Ohio River and | Chattanooga, and cutting the Louisville & Nashville off | just in time to prevent the ratification of the lease of 
Nashville, and the two roads were simply links in a from the henefits which it had aimed to secure by | the Central of Georgia by the former. 


connecting line, with a Common interest in through 
traffic. 
connections which brought them into competition with 


| purchasing the existing line from Evansville to Nash- 


| great deal of new road to be built; a branch could be 
| 


Thus the contest has ended in the way which every 


But as time passed they gained possession of | Ville. This was a clear check-mate, There was not a) one familiar with the roads and with the needs of con- 


| necting railroads will confess to be the best way for 


each other to a greater or less extent, though they | made to Louisville, and the Louisville & Nashville was | both—by their union; and the chief room for regret is 
remained necessarily each other’s most important con- | threatened with such a competition as it had never | that there should have been so much effort and ex- 
} | 


The Louisville & 
Nashville acquired the Nashville & Decatur and the 
South & North Alabama, making a north-and-south 
line from Nashville to Montgomery. Ala. This is far 


nections at their point of contact. 


to the west of the Nashville & Chattanooga, and 
extends much further south. Its primary object, 
doubtless, was not to carry traffic to southern 


points with which the Nashville & Chattanooga gave 
connections, but chiefly to occupy a very large and 
entirely new territory—substantially, the whole state 
of Alabama, to very few points of which does the 
Nashville & Chattanooga give a favorable line to Louis- 
ville. But, flanking the Nashville & Chattanooga and 
the Western & Atlantic, as it does, with connections 
from its southern terminus to Georgia points, it gave 
the Louisville & Nashville the power, either by con- 
nections with existing roads, or by constructing a 
little new road, of establishing a line to most south- 
eastern points without using the two roads that make 
the line from Nashville to Atlanta. This line to Mont- 
gomery has been in operation for many years, how- 
ever, and it has not, so far, hada great effect on the 
amount of traffic interchanged by the Louisville & 
Nashville and the Nashville & Chattanooga at Nash- 
ville, through shipments by way of Montgomery not 
being made to points east of Alabama to any extent, 
except to those in south Georgia and Florida. 

But long after the & Nashville 
opened its “line to Montgomery, the Nashville & 
from Nashville 


not Louisville 


Chattanooga acquired a railroad 


west and northwest to the Mississippi at Hickman, | 
giving it direct connections to St. Louis and Cairo and | was to be passed upon formally by the Nashville & | 
the country further north, and making it to its interest | Chattanooga Board last Saturday, we believe. So | 


to get traftic from these connections, with the haul of 
321 miles or so from near Hickman to Chattanooga, 
rather than to exchange with the Louisville & Nash- 
ville at Nashville, and get only the 151 miles of haul 
Nashville and 
Louis & Southeestern completed a line from St. Louis 
by way of Evansville to Nashville, and it had traftic 
to interchange with the Nashville & Chattanooga, or 


between Chattanooga. 


with whatever other road south of Nashville would 
give it the best terms, including the Nashville-Mont- 
gomery line of the Louisville & Nashville. The two 
roads which had long been almost the sole connections 
of each other were coming into conflict with regard to 
traffic from certain Northwestern points. 

Then the Louisville & Nashville took steps openly 


whose chief object seemed to be to make it 
independent of the Nashville & Chattanooga and 
the Western & Atlantic. It purchased the part 
of the St. Louis & Southeastern south of the 
Ohio, so making the whole system of that com- 
pany dependent upon it for an outlet to Nashville, | 


not to say points further south; and it bought a ma- 
jority of the bonds of the bankrupt Montgomery & 
Eufaula road, which it intended to buy at the fore- 
closure sale, and so extend its Montgomery road to the 
This latter step appeared so threaten- 
ing to the greatest of the Georgia corporations, the Cen- 
tral, that at the foreclosure sale it actually bid so much 
that the bonds bought by the Louisville & Nashville 
at something like half their face realized par or there- 
abouts, and the Central was allowed to take the road. 
Hitherto, since the acquisition of the Nashville & 
Northwestern (Nashville to Hickman), the Nashville 
& Chattanooga had been comparatively quiescent. Its 


Georgia border. 


only claim to independence had been based upon what | mum amount for the property under its charge in any | pected. 


j}met before. But the Chattanooga Company did 
| not rest content with completing its system on the 
north, It out to make its position sure 
by connections to the south. Its immediate con- 
nection is the Western & Atlantic Railroad, which is 
the property of the state of Georgia, and leased to a 
corporation with restrictions which keep it open on 
equal terms to all connecting lines. The control of 
| this seems not to have been needed, but it is said that 
| the Nashville & Chattanooga, or those that control it, 
secured a majority interest in the lessee corporation. 
|The great point of connection, however, is Atlanta, 
| where the southeastern roads converge, and which is 
jthe natural gateway. railroad system 
|stands, between the Ohio Valley and the states of 
| Georgia, Florida, South Carolina and a part of North 
Carolina even. Two companies control the lines 
‘south = and of Atlanta, and the ~ Nash- 
lville & Chattanooga made a contract 
ithe lease of the more important 
the Central of Georgia, which works more than 700 


set 





as the now 


eust 


of 


| miles of railroad in the state of Georgia, including all | 


ithe roads that have a heavy traftic except that from 
| Atlanta to Augusta. The Nashville & 
could not have received a more important southern 
Railroad having 
south of Atlanta on Milledgeville could not be reached 
| by the Louisville & Nashville without building a new 
land somewhat expensive and otherwise needless road 
‘to Atlanta, which, indeed, it was threatening to do, 

| The contract for the lease of the Central of Georgia 


Chattanooga 


connection. The Georgia no 


jfar, it seemed to have decidedly the advantage, | 
Iso. far as strength of position was = con- 


| cerned, though it had gained it at Considerable cost, 
paying a rental for the St. Louis & Southeastern greater 


| bly not more than it may be expected ro earn here- 
lafter), engaging the construction of « line between 
Evansville and Nashville which could not be expected 
‘to have much value except for through traffic, and 
agreeing to pay asrental of the Central of Georgia a 
|} much larger amount than it has ever earned. But 
| whatever the cost. the road had been transformed 
| from a link in a line to a complete system, with a road 
lof its own between St. Louis and Savannah and good 
connections with all the country north of the Ohio 


} . ° . 
land in the South Atlantic states. while the Louisville | 
'& Nashville was no nearer Georgia than when it be- | 


jgan, and deprived of the feeder which it had bought 
| the Evansville-Nashville section. of the St. Louis & 
| Southeastern to secure. 

It seems, however, that the Louisville & Nashville 
|had not passed these movements of its rival unob- 
served, The Nashville & Chattanooga stock has been 
chiefly by «a comparatively small 
of persons, who, with the exception of the President, 


owned 


| ColL.E. W. Cole, reside in New York (formerly Tennes- | 


seeans, most of them). As might have been expected, 
considering the position of the two roads, there had 
been negotiations from time to time for a consolida- 


‘tion, which was the most natural thing in the world, 


the two roads evidently belonging together. But besides | 


| the natural difficulty of agreeing upon terms, there was 
j “ae 

| the furtherone that each company had an ambitious, mas- 
| terful management, desiring not only to get the maxi- 


for | 
these, | 


line | 


number 


| pense to make two roads independent of each other 
which naturally belonged together and finally were 
united. As, however, no new road has actually 
| been constructed to aid in’ the rivalry of the two 
| roads, the expenditures incurred, if a detriment to 
the stockholders of two companies, have 
benefited to an equal extent the proprietors -of 
other roads. And the only considerable obligation 
which was to be incurred was by the lease of the Cen- 
tral of Georgia, which, after all, is avoided, The St. 
Louis & Southeastern on both sides of the Ohio is like- 
ly to pay all it costs, and if not a necessary part of the 
system of the united roads, is probably more useful to 
it than it could be to any other road. If the contracts 
already made compel the completion of the Owensboro 
& Nashville, there may be some needless expense on 
that account, but the new road, at least, will be hin- 
dered from doing harm, as it would have done inevi- 
tably if it had been worked in competition with the 
Louisville & Nashyille. The line from 
| Montgomery to Mobile and that from Louisville to 
Lake Michigan, which the Louisville & Nashville 
| people have recently got control of, 
tirely independent of the Nashville & Chattanooga 
traffic. So there 
constructed for 


these 





value of the 


is almost en- 


far, ure no superfluous lines, 
the purpose of competition, 
| in the system, which is well located to be operated as 
| one property, dividing the trattic between the North- 
' 


west and Mobile and New Orleans, and commanding 


me ely 


| the traftic from the same section to points east of Mo- 
| bile, except such as may be secured by the new Cincin- 
nati Southern road, 

itis the approaching entrance of this last-named 
road upon the tield as a competitor for trattic which, 
doubtless, has been one of the causes of the exertions 
| of the other two roads to command the traffic of their 


}connections. Nothing has been done or can easily be 


Then the St. | than it has ever been able to earn for itself, though prob- | done with the lines north of Cincinnati, and the state 


| road from Chattanooga to Atlanta is bound to treat all 
| connections alike, so that to keep traftic from the Cin- 
| cinnati Southern it) would necessary to 
secure the roads south and east of Atlanta. Tf the 
lease of the Central of Georgia had been executed, a 


seem to be 





very large part of the field in which the Cincin- 
}nati Southern hoped to obtain traffic would have 
|been of little value to — it, But the price 


|paid in the rental agreed upon recently secured 
\this object, in addition, the much more im- 
portant one of a defense against the Louisville & Nash- 


and, 
ville. The latter being necessary no longer, there is 
only the one consideration of the Cincinnati Southern 
connection to fix the value of the lease. If the West- 
ern & Atlantic could be made a part of the Louisville 
| & Nashville system, the same as the Nashville & Chat- 
tanooga, then its control would shut the Cincinnati 
| Southern out from nearly the whole field it was built 
to connect with; for it is not a shorter route than oth- 
ers to the country west of Georgia, its value being asa 
southeastern rather than a southwestern road, 

As tothe advantages secured by the union to the two 
parties to it, these are chiefly the avoidance of impend- 


|ing dangers rather than the acquisition of any great 


positive gains, It must be remembered that the two 


roads always have had intimate relations, and 
in the midst of their rivalries have interchanged 
‘great quantities of traffic at Nashville, and 


lthat in this respect no great change can be ex 
The Louisville & Nashville will probably 


we may call the occupation of a defile. It was the only | contract for a consolidation, but to administer the sys- cease to send any traflic to points east of Alabama by 
road from Nashville to Chattanooga—the only road east | tem after the consolidation, At least, we infer that, the | way of Montgomery, by which route hitherto it has 
’ 
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sent a little. Certain contests for St. Louis 
Northwestern traffic, and a certain amount of demor- 
alization of rates, occurring hitherto, will be avoided. 
But it has never been in the power of these two com- 
panies to compete with each other to such an extent 
as to cause great losses thereby. If they had com- 
pleted separately the plans begun last year, they doubt- 
less could and would have done each other great in- 
jury; and it is for this reason that we say that the ad- 
vantage is chiefly in the avoidance of a danger—a very 
great danger, it seems to us. The public bas looked 
upon it differently. At the time the companies were 
bending every energy and making considerable expendi- 
tures to secure the means of fighting each other, the 
stocks of both rose in the market. Then, when the union 
was effected, and the whole paraphernalia of war, as 
we may call it, was rendered useless for the purpose of 
war, the shares went still higher. We find the latter 
movement much more rational than the former. The 
roads are in a somewhat better position to be worked 
with economy and to secure good rates, when united 
than when independent, and very, very much safer 
from future disaster. But it is doubtless true that if 
the union had been effected quietly six months or more 
ago, before any of the leases of other roads and other 
preparations for more effective competition, which have 
attracted so much attention, iad been made, the prices 
of the securities would have risen much less; and so 
the unproductive expenditure of the two companies 
has probably done more to advance the market price 
of the properties than the wise action which has really 
improved the value of those properties. 


“IN THE SAME GENERAL BUSINESS.” 

Whenever the courts are called upon to award dam- 
ages in favor of one employé, for an injury sustained 
through the negligence or incompetence of another 
employé, they are careful to inquire whether the two 
men were engaged in the same general business. 
Within limits the rule is true for nearly all the states, 
that a servant cannot recover for the unskillfulness of 
a fellow servant from the common employer; but one 
of the limitations is that the two in fact were employed 
together, were in the same enterprise or undertaking. 
A few of the courts have disclaimed this restriction; 
but it has been generally recognized, Uf the affairs in 
question are so extended that distinct divisions exist, 
the men in one having not only no watch or control 
over those in another, but no participation of labor 
towards acommon result, the reason of the rule fails 
and it is not applied. 

Upon the Minois Central Railroad an engineer who 
was known to be a reckless runner, given to drinking, 
was running a freight train of a couple of dozen cars 
upon a down grade at a rate of twenty-five miles or 
more. A brakeman applied his brake, and as he was 
tugging at the wheel the nut which kept the wheel in 
its place on the upright shaft, and which had worked 
loose, gave way, the wheel came off in his hands, and 
the oscillation of the train threw the man off, and he 
was taken up dead, His mother sued for damages. 
The court considered that the liability of the company 
must depend on whether the jury would attribute the 
casualty to the giving way of the wheel or to the mis- 
conduct of the engineer. If the breaking of the wheel 
was the main cause, the company was not liable, for 
the condition of his brake is a matler under the 
special care of the brakeman, and it is his duty 
to keep yatch and report defects to the 
company. But if the unskillfulness of the engineer 
was the chief cause, the company should pay damages; 
for they should not have employed a man who from 
recklessness or intoxication would run the train at ex- 
cessive speed on a down grade, necessitating an appli- 
cation of brakes which would have been needless on a 
proper management of the engine, The judges added 
this general question for the consideration of railroad 
men. ‘* Why should not railroad companies for their 
own sakes, if not for the public, institute and keep up 
examinations, periodically, among the engine-drivers 
they employ, and among otheremployés, so that those 
who become unfit may be condemned and discharged ?” 
And in this case, as judges and jury agreed that the 
casualty was attributable to the recklessness and in- 
competency of the engine-man, the old lady recovered 
a verdict. This decision indicates very fairly the two 
objects sought in the administration of the law, viz: 


to hoid employés to the duty of reporting defects, and | 


companies to watchfulness of the general character 
and good behavior of employés. 

In an early and leading case in Massachusetts, the 
man in fault was a switch-tender, and the man hurt 
was an engineer, whose engine was thrown from the 
track by misplacement of the switch. The lawyers 
argued that these two were not in the same general 





la proper person to be employed. 
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! 
and other | switch-tender, no means of making him attend to 


his duties. But the judges said this was not the prin- 
ciple; that the men were engaged in codperation in 
one and the same enterprise: running the trains of the 
company. This being so, it was implied in the en- 
gagement of each that he would take the risk of the 
They said, however, that a differ- 
ent decision would be proper if there were two com- 


other’s carefulness. 


panies, one owning the road and employing the switch- 
tender and taking toll from the other, which owned 
the train and employed the engineer; for here the enter- 
prises of the two corporations would be distinct. And 
it is curious that precisely this case afterward actually 
occurred in New York, and 

A New York 
by reason of this remarkable conjunction of circum- 


was decided in this way. 


brakeman was thrown off and killed 
stances. The laborers piled the stock of wood for the 
engine in long piles alongside the track, and very near 
it, leaving just room for the trains to pass between the 
piles. One day a cow strayed in between the piles. 
Tie train came rushing in at tip-top speed, the report 
says eighty miles (!) an hour, the cow could not get 
out of the way, and the brakeman was thrown against 
the wood pile and killed. The difference between this 
case and the Illinois casualty is that here there was no 


|} complaint that the engineer was a drunken or reckless 


man, but only that he was injudicious in running so 
The Court said that thet fact did 
not charge the company; a brakeman cannot recover 


fast in this instance. 


for an engineer’s negligence if he is a suitable man to 
be engineer; nor for error in piling wood too near the 
it 


track if the workmen doing are competent men to | 


be employed for such duties. All these employés are 
in the same general business. Buta very similar case 
in Pennsylvania was decided the other way. 

The Kaneas Pacific 


Railway Company had a gang of men at work on the 
) ; gang 


An odd case arose in Kansas. 
The direction | 
forth | 
at night and morning, to carry these men to and from 


road at some distance from the station, 


was accustomed to run a caboose car back and 
their work ; 
with a 
yers for his family 


and one day this car came in collision | 
The law- 


was em 


train and one workman was killed. 


argued that, though he - 
ployed, yet, in riding back and forth, he was substan- 
tially a passenger. But the judges said they could not 
see it, and gave judgment for the company, in the 
view that it was a case of employe hurt by employe. 
Upon one of the New York roads, a surveyor in the | 
general employ of the company was riding back and 
forth, free of charge, in the course of his duty, and the 
conductor mismanaged the train, whereby the surveyor 
The Court 


the same general business, 


was burt. aid the two were employés in 


It is not intended to give the idea that the multitude | 


of decisions which have been rendered are harmonious, 
or can be shown to correspond perfectly. There are 


But they, on the whole, sustain | 
the general idea that while constructing a road and | 


variations of opinion. 


operating one are distinct enterprises, and owning and 
leasing a road is distinct from hiring it and running 
trains, yet that all who coéperate, under the general | 
orders «f the direction, in operating a road, including 
those who labor in keeping it in working condition as | 


well as those who run back and forth, are ‘‘in the 
same general business.” Various courts have held 


the several brakemen on a train are in the same 


that 
employment, so that one cannot charge the company 


for another's neglect, provided the man in fault i 
So the 


enpineer 


are cone | 
ductor and the brakeman. So are and 
conductor or brakeman; and negligence of an engineer 
by which either of the others is hurt does not charge 
the 
freight train and the laborers employed to unload it, | 
\ laborer 


employed about a station to attend switches, couple 


company. The conductor having charge of a | 


under his orders, are in the same business. 


cars and give signals, and the persons in charge of the 


trains running back and forth are in the same business: | 
and so likewise are the brakemen employed in running 
a train and the yard hands by whom the train is made | 
up. 
train or a flagman; if either of the latter is hurt by | 
the former’s fault, he has no action. 


So are the switch-tender, and a fireman on the | 


So are a laborer 
employed to load gravel trains and the persons in 
So | 
are a yardmaster and brakeman employed in moving 


charge of an ordinary train which runs over him. 


cars to the machine shop and the car repairer, so that 
But whether the 
mechanic whose duty it is to repair engines and an 
engineman are in the same general business, so that an 
enzineman hurt by the bursting of a badly-repaired 
engine loses his remedy, has been decided both ways. 
Quite a different view is taken where the man hurt 
is a subordinate, and the person in fault is not a mere 
employé, but a superior officer, immediately repre- 


if they run over him he cannot sue. 


|graphed to the conductor of 


| tion or to avoid excessive competition. 
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An instance oc- 
curred in Ohio, where the engineer was placed specific- 


general powers of the corporation. 


ally under orders of the conductor, and power was 
given to him to direct the starting 
trains according to a general ** time 


and stopping of 
card” furnished 


to him by the directors, but which he disregarded. 
The Court considered that cases of a subordinate 


misdirected by his superior are excepted from the rule 
that one employé cannot recover for another's neglect, 
because they are not co-employés. This does not mean, 
however, all servants who act under directions from 


other servants. A brakeman has, quite recently, dis- 


tinctly been held to bear the risks of an engineer's 
want of judgment, though he is hound to obey the 
The point is not that the 
that 


whistle ‘‘down brakes!” 


superior can give orders, but his grade and 


authority is such that he represents the company; 
and his neglect is, in fact, the company’s neglect. 
Thus, in Illinois, the assistant superintendent  tele- 


an extra freight train, 
directing him to leave, with his train, a certain station 


and run to the next one abead of a passeuger train 


which, by the time-table, was then due. The conduet- 


or essayed to do this. But the superintendent ne- 


glected } 


to caution the conductor of the regular train 


to slacken speed. There wasaccllision and the freight 
train conductor was killed. The Court said an 


ant superintendent, clothed with the 


assist- 
general powers 
of the direction to order and change the movement of 
trains, is not an employé in the same business, but a 
; and the sub- 
ordinates have a right to rely on his orders as being 
itself. An illustration of the 
principle in another aspect is found in the story of 
the New York Cential road. The 
track was obstructed by a heavy fall of snow, and the 


superior. He repre sents the corporation 


those of the company 


what occurred on 
track-master employed a working man who lived near, 
but was not in the company’s service, for the special 
job of digging out and carting away snow. He was 
run over and hurt through the gross neglect of the 
track-master to give him warning that a train was 


coming. Hesued the company, and its lawyer began 


to argue about not being liable to employés, But the 
Court said this workman was not an employé of the 
| company he was hired by the track-master. The 


same sort of decision has been passed, in some instances 


| where men at work on a road, employed by a contract- 


” who has undertaken repairs by contract, have been 


hurt by negligent management of trains. 


Several instances have occurred where a man em- 


ployed by the direction for a specific line of duty, 


as 
brakeman or laborer, has been, by peremptory orders 
of the conductor or superintendent, temporarily as- 
signed to more difficult work, and has been hurt. or, 


what is much the same thing, where an employé has 
been hurt while off duty. The general opinion is that 
these may recover. The ground of the rule is that by 
entering the service the man takes the reasonable risks 
incident to it, and gets wages accordingly; and it has 
no just application when he is forced out of his proper 
department into a different sphere which he never 
undertook, or when he is off work and suffers injury 
asamere bystander or visitor might. In Illinois, a 
depot superintendent ordered a laborer to couple some 
This 


beyond his skill; yet 


freight cars. was his engagement, also 
to perform the 


service, and was killed by the engines rs carelessness, 


veyond 


he endeavored 


eld 


The company was liable, 


The Eleventh Massachusetts Report. 


The eleventh annual report of the Massachusetts 
Railroad Commissioners has been delivered to the 
Massachusetts authorities, and one of the Boston 


papers (The Herald) has published it nearly im full, 
except the tables, in a supplement—which is pretty 
good evidence of the public interest felt in this im- 
portant, but bulky (for a newspaper) document. 

As Mr. 


year, a 


Charles Francis Adams, Jr., was, until last 


member of the Massachusetts Board from its 
organization, and, for the most part of this time, its 
chairman, and, it is assumed and is probable, in mat- 
ters not technical generally its spokesman, naturally 
we look to this report to see if he is conspicuous by his 
absence. Readers familiar with the previous reports 
will find that he is, though not, perhaps, as they had 
expected. We find his absence in the omission of the 
general history for the year and discussion of the ex- 
isting state of what he called ** the railroad problem”— 
the relation of railroads as carriers to the community, 
the policies, legislative and other, by which efforts 
were made to prevent extortion or unjust discrimina- 
Mr. Adams 
had given himself especially to the study of these great 
questions of railroad politics, and had arrived at con- 
victions, and especially had convinced the public that 








senting the company, and clothed, as respects the | he had been an honest, unprejudiced and capable in- 


particular department committed to him, with the} 





business, because the engineer has no control over the vestigator, seeking only for the truth, and as such he 
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commanded, and commands, the public ear on these 
subjects like no one else in America. Mr. Adams’ suc- 
cessor as chairman of the Massachusetts board is Mr. 
Thomas Russell, a lawyer of very decided ability, but 
not heretofore, we believe, a special student of rail- 
road questions. In this, the first report made in his 
term of office, he has hardly entered the peculiar field 
which Mr. Adams had made his own. But the com- 
mission has, notwithstanding, made an extremely in- 
teresting, well arranged, well written and valuable re- 
port, with some references to Massachusetts’ special in- 
terests (as the Boston export trade), anda large number 
of technical investigations, of a kind very little at- 
tempted by American commissions before, and, we 
may add, of a kind very difficult to conduct without 
causing great jealousy and suspicion, however thor- 
oughly and honestly they may be made. The more 
important investigations of this kind given in the last 
report were, however, not taken up voluntarily by the 
commissioners, but specially referred to them by the 
Legislature for investigation. Such are the extended 
reports on ‘‘ Railroad Signals,” on *‘ Safety Switches,” 
and on ‘ Color-Blindness,” all of which will command 
attention from parties interested in these subjects, and 
others who ought to be. 

The very clear general review of the railroads of 
Massachusetts and their operations for the year 
which always accompanies this report opens it, 
as usual. The general heads following are on 
‘“‘Grade Crossings,” ‘‘ Street Railways,” ‘Terminal 
Facilities,” ‘‘Through Business for Export,” “ Acci- 
dents,” ‘‘ Records of Location,” ‘‘ Fencing of Rail- 
roads,” ‘* Construction of Foreign Railroads,” ‘‘ Trans- 
portation of Milk,” ‘‘Mufllers and Like Appliances,” 
** Workingmen’s Trains,” *‘ Whistling of Locomotives,” 
the report in answer to a request of the Legislature on 
** Railroad Signals,” which describes the block and in- 
terlocking systems, gives long accounts of Hall's elec- 
tric system, the Union electric signal, Rousseau’s 
safety signal, and Bean’s atmospheric signal. Then 
there is a cousiderable discussion of the ** Power and 
Duty of the Board as to New Railroads,” which in 
Massachusetts seems to be peculiar, and the question 
is wholly a legal and constitutional one. The reports 
on safety switches and color-blindness are included in 
a supplementary paper. 

We shall make copious selections from this report, as 
we have been accustomed to do. But the state has 
usually printed so many of this document, which is in 
demand all over the world, that usually the Board has 
been able to supply most of those with copies who are 
likely to make use of it; anda very large number of 
our readers, we know, out of Massachusetts as well as 
in it, will desire to have the full report, with its tables, 
at hand. 


Syndicate Sales of New York Central Stock. 

The New York Central Stock, whose purchase by a 
syndicate made so much noise about two months ago, is now 
offered for sale, by the bankers of the syndicate, to the best 
bidders at a price over 131 for lots of five shares or more. 
If the syndicate sell all at this price they will make 
$22,500,000 on the operation. Accompanying their adver- 
tisement they give over the signature of Mr. E. D. Wor- 
cester, the Secretary of the company, revenue accounts of 
the road for the past eight years and the trial balance of 
Oct. 1 last—very brief and condensed, but a balance sheet, 
which the report to the State Engineer and Surveyor, which 
is the only one this company has published heretofore, 
does not provide for, The balance sheet, however, is 
only what the state reports would lead us to expect it 
to be. Among the assets, aside from the road and 
equipment owned directly, are given $5,825,830, repre- 
senting lines owned but not technically absorbed by 
the New York Central & Hudson River Company, 
$1,322,565 in fuel and supplies, $1,123,568 in land 
outside of the road (most of it in the city of New York), 
$1,603,920 in stocks and bonds, $301,309 in cash, and 
$1,859,109 in cash assets. The liabilities over stocks and 
mortgage debts, which are given in the state report, are 
$2,878,591 of operating expenses unpa‘d, $2,201,650 due 
connecting lines, and $41,807 of ‘sundry open accounts,” 
there being a balance to credit of income account amounting 
to $9,100,539. Of this, $1,663,764 came from premiums on 
bonds; the balance from the excess of net earnings over 
fixed charges and interest for the eight years. What is par- 
ticularly striking in this statement is the smallness of the 
yearly fixed charges. The interest on bonds is about 
$2,750,000, and the rentals paid for leased lines (chiefly the 
Harlem) is less than’ $2,000,000, while the smallest net earn- 
ings the road has had for eight years have been nearly 
$7,000,000, and the average has been more than $8,000,000, 

Another piece of information given in the advertisement 
of the syndicate is the earnings and expenses of the three 
months since the fiscal year of the company closed. We be- 
lieve that never before was any announcement made of any 
earnings for any period other than the fiscal year. This an- 
nouncement is especially interesting as showing the results 
of trunk-line traffic during this very busy quarter of the year. 
The gross earnings for this quarter were $8,546,637.60, which 
is $970,850, or no less than 12.8 per cent., more than for the 





corresponding quarter of 1878, which was much the most 
favorable quarter of the last fiscal year. No comparison of 
net earnings is given, but it is said that in this quarter in 
1879 they were $1,453,470 in excess of interest, rentals and 
the 2 per cent. quarterly dividend, which is more than 
enough for a dividend of 1!¢ per cent. As the interest, 
rentals and 2 per cent. dividend for the quarter amount 
to about $2,969,000, the total net earnings must 
have been $4,422,000, and the working expenses’ were 
$4,124,000, or only 4814 per cent. of the earnings, which 
is a much lower rate than the average for the whole year, 
which has never been less than 61 per cent. But the fall 
months are exceptionally favorable in nearly all years, first 
because better rates are had then, so that with the same ex- 
pense per unit of traffic the proportion of expenses to re- 
ceipts is less, and second because the traffic is heaviest. then. 
This year expenses are likely to be lower in proportion in 
these months just past because the great rise in the price of 
materials did not have full effect then, but will fall heavily 
on the rest of the fiscal year. Against this is the prospect 
that winter, spring and summer rates will be very much 
better in 1880 than in 1879. 

The comparison with 1878 shows that the gross earnings 
in the last quarter of that year were $7,575,787. For the 
whole fiscal year, including this quarter, they were $28,- 
396,584, so that 2614 per cent. only of the earnings of the 
year were in this quarter, usually much the most productive 
of all. In 1878, however, the road suffered from a snow 
blockade for a week or two in December, the effect of which 
is seen still more strongly in the fact (also reported by the 
syndicate) that the earnings for the first week of January 
were $298,000 greater this year than last. ‘he average 
weekly earnings last year were $546,000, but the first week 
of January the road was almost closed to freight traffic and 
its passenger traffic was greatly reduced by snow. 

Another fact which these few figures published by the 
syndicate enable us to ascertain is that the gross earnings 
of this company for the calendar year 1879 were $29,367,- 
433.82, whichis a larger amount than they have been for 
any fiscal year since 1873-74. These figures may be usefui 
in making comparisons with other roads that report for the 
calendar year. 

In all calculations of the profits of railroads now, it will 
not do to depend upon gross earnings alone. All materials 
are immensely higher than last year, and considerably 
larger earnings will be required simply to make as large 
profits as last year. The heavy traffic is favoring nearly all 
roads,and the trunk lines, especially, have every reason to 
expect a very great advantage from better through rates 
eastward. They may be expected to show considerable 
gains, but, we fear not so large ones as many are counting 
on. No one, however, seems to anticipate any increase in 
the dividends of the New York Central, whatever the profits 
may be. The price of the stock is that of a solid and certain 
8-per-cent. property. But it is noticeable that some of the 
other trunk lines, none of which gain so much from a larger 
through traffic and better rates on it, bear prices which in- 
dicate the expectation of a considerable increase in their 
rate of dividend. Why they shouid be expected to gain so 
much more than the New York Central by the improved 
condition of affairs it is not easy to understand. 

A peculiarity of the sales of New York Central stock 
made by the syndicate is the brief time during which sub- 
scriptions were received. They were first invited Monday 
and they were to be closed Thursday (after we go to press), 
both in New York and London. This is the almost univer- 
sal London practice, where issues of bonds are disposed of in 
the same way. Messrs. J. 8. Morgan & Co. receive subscrip- 
tions in London, and the New York Central Company has 
opened a fiscal agency with this firm, where transfers will be 
made and whence checks and dividends will be mailed, if de- 
sired, at the fixed rate of 49!¢ pence per dollar, thus making 
it very convenient for out-of-town investors. 

The result of this operation will be looked for with great in- 
terest. Its effect will, doubtless, he to scatter pretty widely 
the holdings of a property which were formerly in one man’s 
hands, and doubtless to strengthen it so far as it can be 
strengthened by having a large number of persons, including 
many of small means, interested in the continued prosperity 
of the company. 


The Lake Marine. 

The Chicago J/nter-Ocean has collected statistics of the lake 
marine, by which it appears that there were on the great 
lakes, at the close of 1879, 3,087 vessels of American registry, 
whose aggregate registry was 597,376 tons, which the /nter- 
Ocean estimates to be worth from $50,000,000 to $60,000,- 
000, or about #100 per registered ton. At the beginning of 
that year 958 vessels, registering 135,440 tons, were regis- 
tered in the province of Ontario, and 629, registering 76,- 
698 tops, of those registered at Montreal were properly 
inland vessels. This makes a total of 4,674 vessels, measur 
ing 809,515 tons, engaged in trade on the great lakes and the 
St. Lawrence and its tributaries, 

In Chicago the number of arrivals and clearances in 1879 
was the greatest since 1872, but the aggregate tonnaye of 
arrivals and clearances was much the greatest ever known. 
The tendency to use larger vessels may be traced by the fol- 
lowing statement of the arerage tonnage of arrivals for 16 





Year. Av. tonnage.| Year. Av. tonnage. 
ST Tore 242 |! See 238 
1865..... rrr 208 Phere Gisumies-* 272 
idl bcre-eiens awh 204 Ss ‘ 205 
=a en 212 RR ee 208 
ES te rsdnee 227 AP ae 3:21 
1869 228 Se $20 
eT es 240 18° 8 344 


tes cosins sven 251 IN Sa. Sac siahes 3u8 





Probably the decrease in the average last year is due to 
the fact that the high rates called out some small craft 
which were laid up longer the year before, because of low 
rates. 

The chief items of receipts by lake at Chicago were 
lumber, etc., anthracite coal, iron ore, pig iron, salt and 
merchandise, The chief shipments—pretty much all the ship- 
ments, one might say—were grain and flour. The shipments 
of provisions by lake, which were quite important in 1878, 
were smaller in 1879. But the grain and flour shipments 
must have been something like 1,600,000 tons. However, 
they were not so large in 1879 as in 1878, though the total 
shipments were larger, the railroads taking a larger share. 
The shipments both by lake and rail for two years have 
been : 














Grain, bush, : 1879, S78. Inc. or Dee, P. ¢. 
By lake .......... 62,319,987 67,887,719 Dee, | 5,567,782 8.2 
By rail........... 51.396.726 382791370 Ine. 131177356 34.3 

Totals......113,716,663 106,167,089 Inc. 7,549,574 7.1 

Flour, bbls, ; 

By lake...... .... 315,192 321.648 Dee. 6,456 2.0 
NER; coca sent 2.912.624 2,557,999 Inc. 354625 13.5 
Totals 3,227,816 9,879,647 Inc. 348,169 12.1 


The grain shipments of the leading lake ports for the past 
two years have been : 





1879. 1880, 
Chicago.... oi ‘ 62,319,037 67,887,719 
Milwaukee ikea eee 12,007,281 ads lun 
Duluth jeadcser caveduie 3,404,058 boas 
NS Oxia. anaeian 6000500000 Gee 8,208,256 
I sich cident eush: ca8% ; 19,164,798 18,075, L090 


The receipts by lake at Eastern lake ports were : 


Collingwood, ....... ; ae ea ay RR PR 
Sarnia..... .. ; . 3,128,384 7 Or. 
Buffalo ...... iabpin sbiibmaes 79,246,952 83,547,000 
Kingston... .. - 13,255,038 9,590,500 
Ovaensburg. seag dios S.042 547 3,216,758 


Montreal eeeee ..+ 14,736,872 12,178,910 

The grain shipped by lake to Collingwood goes thence by 
rail to Toronto, and thence chiefly to Montreal, we suppose. 
That going to Sarnia is carried thence by rail either to 
American or Canadian markets. The Kingston receipts are 
nearly all forwarded to Montreal, we velieve. The Ogdens- 
burg receipts are chiefly distributed by rail in New England. 
Some of these receipts are, therefore, probably counted 
twice. 

The number of arrivals and clearances at the port of Chi- 
cago during its season of navigation is more than twice as 
great as the number at New York during the same time, but 
the tonnage of arrivals and clearances is nearly a fourth less 
at Chicago, 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Wabash, St. Louis d Pacific. —The Clarinda Branch is 
completed from Roseberry, Mo., north to Clarinda, la,, 22 
miles. 

Alchison ad Nebraska.—Extended northwest to David 
City, Neb., 5 miles. 

Burlington d Northwestern.—Extended from Crawfords- 
ville, la., northwest to Washington, 10 miles. Gauge, 8 feet. 

Southern Pacific. —A vew branch has been built from Cas- 
troville, Cal., southwest to Monterey, 15 miles. Probably 
most of this was built in 1879, 

South Pacific Coast-—This road was extended (in 1879) 
12!¢ miles toward Santa Cruz, Gauge, 8 ft. 

This is a total of 64!; miles of new railroad, making 
62 miles reported thus far in 1880. It is very possible, how 
ever, that some of the track reported above was laid in 1879. 


OCEAN Kates have scarcely ever been so low as for the 
last five or six weeks. Much of this time grain has been 
taken from New York to Liverpool for 3d. per bushel of 
60 Ibs., equivalent to 12 cents per 100 Ibs., while the rail- 
roads have been receiving 40 cents per 100 Ibs. from Chicago 
to New York. At no time, we believe, during this 
period has the ocean rate been more than 4d, per 
bushel. And on other leading articles of export the 
reduction in freights has been even greater in 
proportion, Last Tuesday contracts were made at 20s. per 
ton for bacon, 25s. for butter and cheese, and 15s. to 17s. 
6d, for flour by steam to Liverpool. The cause is doubtless 
the small exports of grain, owing to the difference of opin- 
ion as to the future of prices between American holders and 
European merchants. Meanwhile arrivals trom the West 
continue very large, and the prospect is that everything 
that will hold grain will be full before the canal 
opens in the spring. If the accumulations all have 
to be sent over there before harvest, the ocean vessels will be 
very busy, and doubtless will make up for the bad times 
they are having now; if not, then American holders will 
probably suffer a considerable loss on their grain. The dif- 
ference between the fall rates and the present rates 
by sea is as much as 10 cents per bushel, or 
16%, cents per 100 Ibs. It is quite possible that 
tne cost of exporting from Chicago will be just as 
great after navigation opens as it is now. The ad 
vance in ocean freights is likely enough to be just as great as 
the difference between the present 40-cent rail rate and the 
lake and canal rate that can be got next spring, When the 
Northwest will discharge its deluge of grain upon the ves- 
| sels. And in view of the prospect of high lake and canal 
| rates and the fact that grain shipments continue heavy uow, 





especially from the Southwest, the railroads are likely vo be 
|slow to reduce the present 40-cent rate, which otherwise 
| would be likely to come down by the first or middle of Feb 
| ruary, to prevent the holding of grain for the opening of 
| navigation. Elevators at Jake cities being already yr 


nearly full, there is likely to be no necessity of providing for 
the latter emergency. If the grain waits for na ition to 
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the farm or at the country sta- 
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LAKE RATES are 
though it will be some three months before cargoes can be 
shipped. The occasion is the great lack of storage room in the 
elevators and the openness of the river, which enables the 
vessels wintering at that port to go to the elevators to be 
loaded. The vessels contract to hold till navigation opens 
and then deliver at Buffalo or other lower lake port. The 
vessels which first took cargoes, not long after navigation 
closed, got 6 cents a bushel for corn to Buffalo, ‘This soon 
advanced about half a cent, but of late, as the pressure on 
the elevators became manifest, about 7 cents for corn and 
7', for wheat have been obtained, which are the highest 
opening rates had for many years, On the 14th the /nter- 
Ocean stated that vessels with a capacity of 2,251,000 
bushels had already been chartered, and that there remained 
in the harbor unchartered vessels with a capacity of 2,427,- 
000 bushels. At Milwaukee 581,000 bushels of grain-room 
had been taken, and 431,000 remained in the market. 

The effect of this will be that everything that can carry 
will be chartered long beforehand, and that when naviga- 
tion opens, there will be nothing in the harbor to compete 
with the railroads for grain until vessels can arrive from be- 
low. And with the vast accumulation of grain that seems sure 
to be on hand at the lake ports by that time, there is every 
reason to believe that lake rates will be higher than they 
have been before in the spring for many years, which will 
enable the railroads to get a good share of the grain at re- 
numerative rates. Heretofore, when the railroads have car- 
ried muecb grain in the spring and summer, they have 
carried it without profit, and, under ordinary circum- 
stances, it is questionable if they can get much profit out of 
grain at that time of the year. Next season, however, 
promises to be extraordinary. 


THe INCREASE IN OPERATING EXPENSES is the burden of 
the cry of railroad managers nowadays. The public and 
speculators are talking about big traffic and good rates; but 
the men who work the roads are beginning to feel that 
it will take a good deal of skill to extract satisfactory re- 
sults, even with the present traffic and rates, since for rails 
which cost $44 a year ago they now have to pay 880, 
almost all other iron manufactures have gone up in the same 
ratio, and nearly all other materials have advanced greatly. 
A very few months ago, estimates were made for the pro- 
vision of a very large amount of rolling stock and rails for a 
certain railroad, at the prices then current; but the money not 
being entirely provided, it was not thought safe to let the 
contracts. Now it will probably cost a million dollars more 
than the estimates of last fall to provide the same amount of 
material. Moreover, it is evident that if prices of the 
necessaries of life go up correspondingly—and they have 
made considerable progress toward it—wages will have to 
be advanced before long, and thus another addition made to 
the cost of operation, Under these circumstances the rates 
of a few years previous. will be simply impossible on a great 
part of the traffic. The 20-cent rate from Chicago to New 
York which the railroads have been glad to take when navi- 
gation was open, if they could not get it otherwise, will need 
to be made something like a 30-cent rate. The one favor- 
able circumstance is that freight traffic is large. Passenger 
traffic, however, for some unaccountable reason seems to re- 
main dull while the community is making money and spend- 
ing it freely for goods. 


Tue Tay BrinGE is given a large space in the two leading 
English engineering papers of Jan. 9, which are received 
just before this number of the Railroad Gazette is made up. 
They contain full descriptions of the condition of the remains 
of the bridge as far as it can be known, and also engravings 
showing the construction of the piers. Knayineering gives 
sketches of some of the fractured columns and of the ma- 
sonry of the piers which have been displaced by the fall of 
the bridge. 

The general impression seems to be that the bridge failed 
by reason of insufficient strength of the iron portion of the 
piers. Thus Engineering says: ‘‘ It would be hazardous at 
this early state of the inquiry to urge strongly any view as to 
the precise manner in which the break-down of the structure 
occurred ; but the facts so far ascertained certainly point 
prominently to certain conclusions which we have indicated 
generally in the course of the foregoing article. On the 
question as to the amount of stablility which the structure 
actually possessed, we have no desire to enlarge further on 
the present occasion; but the calculation we have yiveu, to- 
gether with the facts we Lave collated, certainly show that 
there is every reason to believe that it was vastly below the 
amount usually considered necessary for such works, both in 
this country and abroad.” 


THE WESTERN RAILROAD ASSOCIATION, at its annual 
meeting on the 18th inst., voted to repeal the rules adopted 
a year ago, providing for the investigation of the merits of 
mechanical improvements by boards of experts to be ap- 
pointed by the Executive Committee. A few investigations 
were made under these rules last year, as recorded in the 


report of the Executive Committee, which we  pub- 
lish elsewhere: but the Association was organized 
strictly for legal purposes, and it is this object 


alone which has attracted to it its numerous members: and 
these old and well-known purposes are the only ones on 
which the members are all agreed. We do not take it that 
this action indicates that the railroads belonging to this 
Association are indifferent te such investigations, but only 
that they think that their Association is not the proper body 
to undertake them. 


ly quoted now in Chicago, | 
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MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings will be held as follows : 
Fitchbury, annual meeting, at the passenger station in 
Boston, Jan, 27, at 11 a. m. 
Boston & Albany, annual 
station in Boston, Feb. 11, 


| 
| 


meeting, at the passenger 
at 11 a, m. 


Dividends, 

Dividends have been declared as follows : 

Hanover Branch (Massachusetts), 3 per cent., yearly, pay- 
able on demand. 

Mobile & Montgomery, 2\< per cent., half-yearly, payable 
‘eb, 2. 
Foreclosare Sales. 

The Toledo, Peoria & Warsaw road was sold in Chicago, 
Jan. 20, under the decree granted by the United States Cir 
cuit Court, and bought in by the Purchasing Coinmlttee re- 
presenting the bondholders, nearly all of whom have united 
in an agreement of reorganization. The road extends from 
State Line, Ind., westward to Warsaw, Ill., 227 miles, with 
a branch from La Harpe to lowa, 10 miles, and the com- 
many had running rights over the bridge from Hamilton to 

Ceokuk, Ia., and over 10 miles of road from Lowa Station 
to Burlington, la. The road was sold subject to 416,000 old 
bonds, a first lien ona portion of it, which are provided for 
by a traffic agreement with the Llinois Central. The bonded 
debt wiped out by the sale is 36,450,000, A new company 
has already been organized by the bondholders. 

The South Mountain road wes sold Jan. 15, by the Sheriff 
of Dauphin County, Pa., under a judgment for a small 
amount obtained in 1877. It is not likely that this sale will 
interfere with the foreclosure sale of the property 

The Bellaire & St, Clairsville road is to be sold shortly by 
the Receiver, upon order of the Court of Common Pleas. 
The sale is under foreclosure of mortgage, the bonds being 
held by the Riverside Lron Co., of Wheeling, W. Va., which 
furnished the iron. The road isof 83 ft, gauge, and extends 
from Quincy, O., to St. Clairsville, 6!¢ miles 


EKngineers’ Society of Western Penusylvania 
This is the title of an association of engineers recently 
formed at Pittsburgh, and which already numbers 9O mem 
bers. The first regular meeting after the organization was 


held Jan. 20, when the subject for discussion was ‘‘ How 


Steel Hardens,” a paper on that subject being read by Mr. 
Win. Metcalf. 
Fngineers’ Club of Philadelphia 
The annual meeting was held in Philadelphia, Jan. 10. 


The annual reports of the board of directors, of the Secre 
taries and of the Treasurer, were read, approved and ordered 
printed, «These reports show the Club to be in a flourishing 
condition. During the past year the membership has been 
largely increased, the Club has moved into new and commo 
dious rooms, and the experiment of publishing proceedings 
has proved highly satisfactory. The library has been largely 
increased by contributions from members, authors and pub 
lishers, and there have been received in exchange for the 
‘* Proceedings” copies of reports and proceedings of 19 en- 
gineering societies and the current numbers of 21 periodi 
cals, including all the principal engineering magazines. 

After electing officers and voting on some proposed 
amendments to the constitution and by-laws, the meeting 
adjourned 

St. Louis Ticket 

At a meeting of general passenger agents in St. Louis, 
Jan. 16, the following agreement was adopted, to take effect 
Feb. 1: 

“1. That we will redeem at full tariff rates any tickets of 
our respective issues which may be presented for redemption, 


Agreemeut, 


point, except Kansas City. This exception not to apply to 
tickets sold by the regular agents on and after Jan. 17, 
1880. The word * sold’ as last used, is to be interpreted in 
its literal sense, and applies to all tickets purchased on or 


date. Tickets to be redeemed promptly on presentation at 
the oftice where issued. 

*2. Any form of ticket sold by any person from either of 
above points at less than tariff rates, or not limited in ac 
cordance with tariff sheet, on and after Feb. 1, 1880, shall 
positively exclude that form of ticket from sale; provided 
that this shall not apply to tickets local to any road party to 
this agreement; and provided, that when it can be estab- 
lished that any line beyond the junction of lines parties to 
this agreement has been the cause of such violation, that all 
other roads from St. Louis or east of St. Louis shall at the 
same time take off sale the similar form corresponding in 
route to destination commencing with the initial road from 
| junction of any roads parties to this agreement, 

“3. Tickets to competitive points local to any road, sold 
on and after Jan. 17, 1880, at less than tariff rates, shall be 
redeemed at three times their tariff value 

*4. The period for which a form of ticket shall be taken 
off sale shall be as fotlows: For the first offense, LO days; for 
the second offense, 20 days, for the third and each additional 
offense, 80 days. These penalties apply to all classes of 
tickets of the form ordered off sale, and shall be imposed by 
a majority vote of the roads parties to this agreement. 

“5. A majority of the roads parties to this agreement 
shall form a quorum, and any road may be represented by 
proxy; the complaining road shall vote for any road that is 
| not represented at these meetings in person or by proxy: the 
general passenger or ticket agent of the road complaining to 
call the meeting by telegraph: the meeting to be held at St. 
Louis; the call for the meeting to be made not exceeding five 
| days after the date of the sale of the ticket, and the meeting 
| to be held on the third day from the date of the call. If no 
| reply to the call is received from anv line within 24 hours, 
| the telegram shall be repeated. The road only against which 
the charge is made must be advised of the full particulars of 
the charge, and the general passenger or ticket agent of the 
road against which the charge is made must then notify the 
| general passenger or ticket agents of all the roads over 
| which the ticket reads, to give them an opportunity to ap 

pear or forward evidence. 

“6. The limits of tickets quoted in St 

in addition to the date of sale. For any deviation, inten 
| tional or otherwise, from limits of tickets as quoted in St. 

Louis tariff, and in addition to any other penalty herein 
| named, a fine of 810 for each day over the tariff limit of 
each deviation shall be paid to the holders of such tickets by 

the agents committing the error. Provided, that the penalty 

for each deviation shall not exceed $25. The limits of tick- 
| ets to be based on day on which tickets are actually sold, 

regardless of date stamped or written on the same. 

“7. If any foriu of ticket ordered off sale is sold within 
the period for which it has been ordered off sale, the agent 
or company selling such form shall redeem it at thrice its 
regular tariff value, promptly on presentation at the office 
| where such ticket was sold. 

“8. Whenever a form of ticket is taken off sale, it shall be 





| 


| 
j 


reading from either of the above points to any competitive | 


after Jan. 17, L880, whether dated prior to, on or after that | 


Louis tariff to be | 


[JANUARY 23, 1880 


the duty of the secretary to notify the general managers 
and general passenger and ticket agents of all lines over 
which the ticket reads, giving the reasons why, and the pe- 
riod for which the form is taken off sale, the wording of such 
notification to be approved by the meeting at which such ac- 
tion is taken. 
‘*9, Any road beyond the junction of any road party to 
this agreement, which shall sell its issues of tickets or orders 
| for tickets at St. Louis shall have its total representation of 
tickets taken off sale in all offices of roads parties to this 
agreement. The period for which the tickets shall be taken 
off sale shall be as follows: For the first offense, 10 days; 
| for the second offense, 20 days: for the third and each 
additional offense, 30 days. Meetings of general passenger 
and ticket agents, parties to this agreement, to deal with 
cases of breach of this clause to be called as provided for in 
clause five.” 
Central Railroad Rate Association, 


\ meeting of this Association was held in Indianapolis, 
| Jan. 14, the object being to enter into some arrangement 
with the Chicago & Alton, which has heretofore refused to 
join the Association, A committee was appointed to confer 
with the oflicers of the company. 

Some routine business in arranging rates to points in 
Northern Illinois was also transacted. 
January Meeting 


or the Joint 


KXxecutive Com- 

The Joint Executive Committee convened at Commissioner 
link’s office, No. 346 Broadway, Tuesday, Jan. 20, Mr. Fink 
presiding. 

The following were present: James H. Rutter and E. 
Clark, Jr., New York Central: George R. Blanchard and 
Royal C. Vilas, New York, Lake Erie & Western; Milton 
H. Smith, Baltimore & Ohio, Ohio & Mississippi and Mari- 
etta & Cincinnati: W. F. Griffitts and J. M. Creighton, 
Pennsylvania Railroad: J. N. McCullough, William Stewart 


and D. S. Gray, Pennsyivania Company J. 8. Newell 
and G. H. Vaillant, Lake Shore & Michigan Southern: 
H. 6B. Ledyard and J \. Grier, Michigan Cen- 
tral: G, G, Cochran, Atlantic & Great Western: H. 
J. Hayden, Boston & Albany W. H. Perry and W. R. 


Taylor, Canada Southern; L. Millis and S. MacDonald, Cen- 
tral Vermont: E. B. Thomas, H ’. Gays and L. Hills, 
Cleveland, Columbus, Cincinnati & Indianapolis; J. E. Mar- 


tin, Evansville and Terre Haute : F. L. Parker, Fitchburg: 
L. J. Seargeant, Grand Trunk ; G. B. Spriggs, Great West 
jeri; J. C. Noyes, Indianapolis & St. Louis; 


EK. B. StahIman, 
Kk. H. Waldron, Lafayette, Bloom- 
S. Wilson, Philadelphia, Wilmington & 
W.S. Spiers, Toledo, Peoria & Warsaw : J. E. 
Vandalia ; Sol. Haas, Richmond & Danville ; W. 
Merchants’ & Miners’ Transportation Company ; 
F. Gi. Eager, Clyde’s Line: G. F. Needham, New York River 
Line ; and Virgil Powers, Commissioner of the Southern 
Railway & Steamship Association. The representatives of 
the water lines were present for conference regarding ques- 
tions affecting their relations to the railroads 

The question of substituting the old distribution of rates 
as given in ‘* Mr. Graham’s table” for the percentage table, 
adopted June 23 last, was referred to a committee consist 
ing of Messrs. Sergeant, Grier, Gray, M. H. Smith, Vilas, 
Clark, Thomas, Spriggs, Taylor, Vaillant, Cochran and 
| Griffitits 
|} The revision of the tariff to New England interior points 
was submitted in special committee, of which H. J. Hay 
den, of the Boston & Albany, was Chairman 

The question of the adjustment of the interest of the 
Green Line and those of the lines from the East to the South, 
which has been a leading subject of difficulty with the 
Southern Association, was referred to a special committee 
| consisting of Messrs. Cochran, Stahiman, Martin, Penning- 
| ton, Simpson, Gays, Ripley and Geiger. 
| The following resolutions we 
| bound rate 
Whereas, 


Louisville and Nashville: 
ington & Muncie: J 
Baltimore : 
Sil pson 

Plummer, 


re passed with regard to east 


Numerous inquiries having been made as 
when a reduction on east-bound rates will be made, 
Fesolved, That we regard it as inexpedient and undesir 
able to make any changes in the present rates from Chicago, 
} and from points affected by Chicago: 
Resolved, That no change be made thereon until 
| less first submitted to and decided by the Joint 
Committee, of whose action 
given, 


to 


and un 
Executive 


due and public notice will be 





Wednesday another session was held all day, which was 
almost entirely devoted to discussion. The committee on 
rates to interior New England points failed to agree upon 
any changein policy, and was continued until the next meet- 
ing \ delegation of New York and New England packers 
was heard in advocacy of a reduction of the rates on live 
hegs. or rather of acloser approximation between the live- 
hog and the provision rate The other questions which have 
come before the meeting were to receive attention at a meet 
ing on Thursday (after we go to press), and it is possible that 
there may be a Friday. The question of through 
rates by rail and steamer from the West to Europe, which 
has been the most troublesome one to manage this winter, 
will hardly be reached at this neeting 


session 


ELECTIONS AND APPOINTMENTS. 


Baltimore & Ohio.—The board has elected Wm. F. Burns 
a director, in place of bis father, Francis Burns, lately de- 
at ased 


Berlin Bronch.—At the annual meeting in \ bbottstown, 


Pa., Jan. 12, the following were chosen: President, Capt. A. 
W. EKichelberger; Directors, Stephen Keefer, R. M. Wirt, 


eS 


Jacob Resser, Storm, Samuel Meissenhelter, W. 8. 
Hildebrand, George W. Diehl, Wm. Bittinger, Joseph Wolf: 
Secretary, A. W. Storm: Treasurer, Jacob Resser. The 
road is worked by the Hanover Junction, Hanover & Gettys- 
bury. 





Central, of Georygia.—At the annual election in Savannah 
last week, the following directors were chosen: E. C. Ander 
} son, George Cornwell, J. F. Gilmer, W. W. Gordon, Andrew 
| Low, J. Rauers, G. M. Sorrel, Wm. M. Wadley, Savannah, 
} J. J. Gresham, W. B. Johnston, Macon, Ga.: C. L. 


Ga.: 
Brown, Atlanta, Ga.; H. H. Epping, Columbus, Ga. ; Moses 


| Taylor, New York. The only new director is Mr. Gilmer, 
| who succeeds W. H. Garrison 
| 

Cincinnati d& Fayettevile.—At the annual meeting Jan. 


12, the following directors were chosen : Wm. Roudebush, 
8. J. Bivans, D. J. Harvey, 8S. J. Rybolt, Wm. P. McCurdy, 
James Clark, Luke Higgins, Milton Gallaher, John Ferris. 
The board elected Wm. Roudebush President; S. J. Bivans, 
Vice-President; T. S. Murray, Secretary: S. Shriver, Treas- 
urer; James Conally, Assistant Treasure: 
| 
& Northwestern.—At the annual meeting in 
Urbana, O., Jan. 18, the following directors were chosen: T. 
J. Glendenning, 8S. B. Haws, E. Jennings, Hugh McDonald, 


Columbus 


8S. C. Robinson. The board elected Hugh McDonald Presi 
dent: F. F. Stone, Vice-President; F. Sowles, Secretarv ; W 
W. Wilscn, Treasurer 


| Cleveland, Columbus, Cincinnati d& Indianapolis Railway 








U 
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Mutual Insurance Association.—At the recent annual meet- 
ing in Indianapolis the following officers were chosen: Presi- 
dent, Robert Blee, Cleveland: First Vice-President, C. C. 
Gale, Indianapolis; Second Vice-President, C. Potter, Dela- 
ware, O.; General Secretary, George W. Burt, Galion, O.: 
Treasurer, S. B. Jackson, Columbus, O.; Auditor, Don M. 
iuson, Cleveland; Directors, John Burnton, Bellefontaine, 
O.:; B. F. Krohn, A. B. Quigley, Galion, O.; W. G. Knight, 
Delaware, O.; B. F. Hargrave, Dayton, O.: H. M. Town- 
send, Isaac Moore, Wm. Cleave, Cleveland; John Lane, In- 
dianapolis. 


Dallas & Wichita.—This company has recently elected 
officers as follows: President, M. Pointer; Vice-President, 
W. H. Gaston; Secretary, George Shields: Treasurer, A. F. 
Hensley. Offices at Dallas, Tex. 


Dayton & Southeastern.—At the annual meeting in Day 
ton, O., Jan. 18, the following directors were chosen: D. E 
Mead, John K. Melntire, W. lb. Callahan, T. A. Legler, 
Robert I. Cummin, M. C. Allison, F. C. Trebein, A J. 
Christopher, John L. Persinger, Daniel McLean, Wm. J. 
Ingham, John C. Entrekin, H. 8. Willard, H. F. Austin, 8S. 
F. Secrist. The board elected officers as follows: President. 
D. E. Mead: Vice-President, H. 8. Willard: Secretary, F. 
Sprague: Treasurer, John S. Ankeny, 


Delaware Western,.—At the annual meeting in Wilmington, 
Del., Jan. 12, the following directors were chosen: Henry 
S. McComb, William 'T. Carter, William M. Canby, William 
Canby, Henry ©. Robinson, James L. DeVou, John P. 
Springer. 


Denver, South Park & Pacitic.—At the annual meeting in | 


Denver, Col., recently, the following directors were chosen: 
John Evans, W. 8. Cheesman, J. Sidney Brown, D. H. 


Moffat, Jr., J. W. Smith, Jay Gould, Russell Sage, C. W. | 


Fisher, C. B, Kountze. The board elected John Evans Presi- 
dent: W. S. Cheesman, First Vice-President: C. W. Fisher, 
Second Vice-President; George W. Kassler, Secretary: C 
B. Kountze, Treasurer , 


Des Moines & Knorville.—This company lately elected 
Samuel Merrill President; J. 8S. Clarkson, Vice-President: J. 
S. Runnells, Secretary: Galusha Parsons, Treasurer. 


Des Moines && Minneapolis.—At the annual meeting in 
Des Moines, la., Jan. 14, the following directors were chosen: 
Marvin Hughitt, John 1. Blair, W. M. Jones, P. M. Cassidy, 
J. B. Redfield. The board elected Marvin Hughitt, Presi- 
dent; D. C. Blair, Vice-President: J. B. Redfield, Secretary ; 
W. M. Jones, Treasurer and Solicitor. The road is leased to 
the Chicago & Northwestern. 


Des Moines, Adel d& Western.—Mry. C, N. Gilmore has been 


appointed General Superintendent and George W. Ogilvie | 


General Freight Agent. 


Engineers’ Club of Philudelphia,—At the annual meeting 
in Philadelphia, Jan, 10, the following officers were chosen: 
President, Frederick Graff; Vice-President, Percival Rob- 
erts, Jr.: Recording Secretary, Wilfred Lewis: Correspond- 
ing Secretary and Treasurer, Charles E. Billin; Directors, 
Rudolph Hering, Coleman Sellers, Jr., Howard Murphy, 
George Burnham, Jr. 

At the same meeting the following gentlemen were elected 
members: Mr. John ©, Trautwine as honorary member, 
Messrs. F. 8. Miller, Axel S. Vogt, David Townsend, P. F. 
Brendlinger, H. G. H. Tarr, Horace See, C. A. Merriam, T 
toney Williamson, H. A. Freeman, M. Trump and E. d’In 
villiers as active inembers. 


Engineers’ Society of Western Pennsylvania.—This asso- 
ciation has been organized at Pittsburgh with the following 
officers: President, Wm. Metcalf : Secretary, J. H. Harlow : 
Treasurer, Wm. Kent. 


Hanover ad} York.—At the annual meeting in Hanover, 
Pa,, Jan. 12, the following were chosen: President, John 38. 
Young; Vice-President, Alexander J. Frey.; Directors, Wm, 
J. Young, Samuel H. Bechtel, George D. Klinefelter, Dr. J. 
P. Smith, Isaac Loucks, P. H. Glatfelter, David E. Small, 
W. L. Small, Michael Schall, E. G. Smyser; Secretary, Dr. 
J. P. Smith; Treasurer, J. H. Alleman. The road is worked 
by the Pennsylvania. 


IVinois Central.—The Governor of Illinois has appointed 
Robert T. Lincoln a Trustee of this company, under the 
charter, in place of Morris Ketchum, deceased. The other 
trustees are Gen. John M. Palmerand Mr. W. K. Ackerman. 

Lake Erie ad Western.—Mr. H. L. Cooper has been ap- 
pointed Superintendent of Equipment, m place of C. E 
(Gore, resigned 


‘0 


Legislative Committees.—The following are committees of 
the New York Legislature whose action may affect. railroad 
interests: In the Senate:  ailrouds—Messrs. Wagner, 
Madden, Rockwell, Davenport, Pitts, Eidman, Hogan. 
Canals—Messrs. Baker, Williams, McCarthy, Lynde, Lord, 
Birdsall, Stevens. Commerce and Navigation—Messrs 
Davenport, Sessions, Astor, Forster, Seebacher. 

In the House: Canals.—Messrs. Hurd, of Erie: Hayes, of 
New York; Chickering, of Lewis: Van Valkenburgh, of 
Niagara; Morgan, of Allegany: Gray, of Oneida; Cullinan, 
of Oswego: Howland, of Onondaga: Root, of Monree: Ben 
edict, ot Ulster: Mead, of Schenectady. Railroads.,- 
Messrs. Skinner, of Jefferson; Terry, of Washington: To 
zier, of Wyoming: Low, of Niagara; Chickering, of Lewis 
Andrews, of Byoome: Kennedy, of Livingston; Gillette, of 
Columbia: Wells, of Fulton: Hamilton Havens, of Scho 
harie: Catlin, of Westchester. Commerce and Navigation. 
—Messrs, Duguid, of Onondaga: Wells, of New York: 
Youngs, of Queens: Griggs, of Albany; Deane, of New 
York; Pitcher, of Dutchess; Lindsay, of Kings; MeCabe, 
of Putnam: O’Brien, of Erie: Sheridan, of Kings: Gibbs, 
of New York. 

Inthe New Jersey Legislature Messrs. Schenck, Bodine 
and Dusenberry are the Senate Committee on Railroads, and 
Messrs. Styles, Carter, Beekman, Blodgett and Meeks the 
House Committee, 


Lehigh & Lackawanna,—At the annual meeting in Phila 
delphia, Jan. 12, the following were chosen: President, FE. 
W. Clark; Directors, F. R. Cope, F. C. Arnold, Fisher Haz- 
ard, E. Lewis. The road is worked by the New Jersey Cen- 
tral, 


Lehigh Valley.—At the annual meeting in Philadel phia, 
Jan, 20, Mr. Charles Hartshorne was elected President, with 
the following directors: Devid Thomas, Ashbel Weich, Wm. 
L. Conyngham, Ario Pardee, Wm. A. Ingham, George B. 
Markle, Robert H. Sayre, Harry E. Packer, Robert A. Pac 
ker, James I. Blakslee, Elisha ?. Wilbur, Joseph Patterson. 
Mr. Hartshorne, who succeeds the late Asa Packer as Presi 
dent, has been a director since 1866 and Vice-President since 
1868; before 1866 he was President of the Lehigh & Mana- 
noy Company, then consolidated with the Lehigh Valley. 
He is a large owner in the road, and also, we believe, in coal 
property. Messrs, Wilbur and Patterson are new directors, | 
succeeding W. W. Longstreth, deceased, and Wm. H. Gatz- | 
mer, who declined a reélection. 





Louisville, New Albany ad Chicago,--At the annual meet- 


. | Benjamin 8S. W. Clark, whose term has expired. 


ing held in New York, Jan, 14, the following directors were 
chosen: E. D. Standiford, H. Victor Newcomb, F. de Fun- 
jiak, R. 8. Veech, Isaac Caldwell, Louisville, Ky.; W. C. 
| DePauw, New Albany, Ind. ; John Jacob Astor, Robert Lenox 
| Kenedy, Henry F. Vail, Samuel Sloan, R. G. Rolston, 
Wm. hitewright, E. H. Green, New York. Of these 
| Messrs. Standiford, Newcomb, de Funiak, Veech, Caldwell, 
| DePauw, Kennedy, Vail and Green are new directors, suc- 
ceeding W. F. Reynolds, G. F. Talman, Moses Taylor, F. | 
Schuchardt, E, Minturn, G. L, Schuyler, Isaac Bell, W. H. 
| Bradford and John Bloodgood. The new directors are nearly 
all connected with the Louisville & Nashville. 





| Missouri Pucific.—The jurisdiction of the general officers 
| of this road has been extended over the Central Branch, 
Union Pacific, and its controlled lines, aud the following 
officers are appointed for the Central Branch Division, wit 
otlices in Atchison, Kan.: W. W. Fagan, Division Superin- 
tendent: M. L. Sargent, Assistant General Freight and Pass- 
co Agent in charge of the division; H. V. Faries, Master 
| Mechanic. 


Nesquehoning Valley.—At the annual meeting in Phila- 
| delphia, Jan, 12, the following were chosen: President, J. B, 
| Moorhead; Directors, T. Charlton, E. W. Clark, Francis R. 
Cope, Samuel Mason, George F. Tyler, George Whitney, I. 
|v. hk sae aaee The road is worked by the New Jersey 
| Central, 


| New Orleans Pacific.-At the annual meeting in New Or 
| leans, Jan. 15, the following directors were chosen: Joseph 
Bowling, Samuel Boyd, J. J. Gidiere, Wm. Hartwell, John 
H. Kennard, 8. H. Kennedy, W. R. Lyman, E. A. Palfrey, 
| George R. Preston, E. L. Ranlett, W. B. Schmidt, Adolph 
| Schreiber, Julius Weiss, E. B. Wheelock. 


| New York Commissioner of Public Works.—The Governor 
of New York has appointed and the Senate confirmed Silas 
B. Dutcher as Commissioner of Public Works, in place of 


Pensacola & Selma,—Mr. W. H. Wells has been appointed 
| Engineer in place of John T. Milner, resigned. r, Wells 
| was recently on the Marietta & North Georgia road. 


| Pennsylvania a New York,—At the annual meeting in 

| Philadelphia, Jan. 12, the following were chosen: President, 
Robert H. Sayre; Directors, James I. Blakslee, Charles 
Hartshorne, John W. Hollenback, Dr. G. B. Linderman, 
Robert Lockhart, Henry E. Packer, Robert A. Packer, Vic- 
tor E. Piollet, Wm. H. Sayre, J. Henry Swoyer, John J. 
Taylor, Elisha P. Wilber. The road is controlled by the 
Lehigh Valley Company. 

| 

| 

| 


Pennsylvania Leased Lines,—The following elections of 
leased lines were made in Philadelphia, Jan. 12: Lock 
Haren & Clearfield.—President, George B. Roberts ; Direct- 
}ors, J. N. Du Barry, John P. Green, Strickland Kneass, 
| Wistar Morris, N. Parker Shortridge, Edmund Smith ; 
| Philadelphia da Merion.—President, George B, Roberts ; 
| Directors, Josiah Bacon, R. D. Barclay, J. N. Du Barry, 
| John P. Green, Strickland Kneass, Joseph Lesley, Wistar 
| Morris, Henry A. Phillips, N. Parker Shortridge, Thomas 
| A. Scott, Edmund Smith, Wm. M. Spackman, Stsque- 
|hanna & Clearfield.— President, George B. Roberts ; Direc- 
| tors, J. N. DuBarry, John P. Green, Strickland Kneass, 
| Wistar Morris, N. Parker Shortridge, Edmund Smith. 
Pennsylvania, Poughkeepsie d& New England.—At the an- 
nual meeting in Philadelphia, Jan. 12, the following were 
| chosen: President, Wm. H. Bell; Directors, Henry Brobst, 
| Henry Cameron, Jacob W. Groove, ‘acob G. Heilman, 
| Simeon Heilman, Samuel Kennedy, John H. Lick, David M. 
| Rank, John H. Urich. This is a reorganization of the old 
| South Mountain Company, 


Philudelphia & Reading Leased Lines.—At the annual 
| meeting of leased and controlled companies in Philadelphia, 
| Jan. 12, the following were chosen ; Allentown.—President, 
|G. A. Nicolls ; Directors, H. P. McKean, A. E. Borie, J. B. 

Lippincott, John Ashhurst, Franklin B. Gowen, IL. V. Wil- 
liamson : Secretary, Howard Hancock ; Treasurer, John 
| Weleb. Chestnut Hill,—President, Coffin Colket ; Directors, 
| Joseph Patterson, Wm. L. Schaeffer, Lewis Elkin, Franklin 
| BK, Gowen, KE. H. Weil, H. K. Smith, W. W. Colket, A. E. 
| Dougherty, W. 8. Wilson, A. B, Eekel, J; C. Au- 
denreid. Chester d& Delaware River.—President, G. <A. 
| Nicolls; Directors, H. P. McKean, A. E._ Borie, 
|} John Ashhurst, J. B. Lippincott, Franklin B. Gowen, 
| Wm. Ward: Secretary, Howard Hancock; Treasurer, John 
| Welch. Kast Mahanoy.—President, G. A. Nicolls; Direct- 
lors, H. P. McKean, A. E. Borie, J. B. Lippincott, John Ash- 
|hurst, Franklin B. Gowen, L. V. Williamson; Secretary, 
| Howard Hancock: Treasurer, John Welch. Hast Pennsyl- 
| rania.—President, G. A. Nicolls: Directors, A. E. Borie, J. 
| B. Lippincott, Franklin B. Gowen, 1. V. Williamson, Thos. 

lart, Jr., Hiester Clymer, George D. Stitzel, Joseph L. 
| Stichter; Secretary, Howard Hancock; Treasurer, “John 
| We Ich. Reading & Columbia,—President, G, A. Nicolls: 
| Directors, H. P. McKean, A. E. Borie, J. B. Lippincott, 
| Jobn Ashhurst, Franklin B. Gowen, Henry Lewis, L. V. 

Williamson, F, Lauer, T. Baumgardner, Samuel Small, F. 
|W. Christ, Philip Arndt; Secretary, Howard Hancock: 
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burgh ; Thomas A. Scott, Philadelphia. The board subse 
— organized by reélecting Thomas D. Messler, Presi 
dent ; Williamson Plant, Secretary : W. H. Barnes, Treas 
urer, 


Talladega, Nashville d& Montgomery.—The officers lately 
chosen are: H. Isbell, President; E. A. Crandall, General 
Agent; James Gillespie, Secretary and Treasurer. Office at 
Talladega, Alabama. 


Terre Haute & Indianapolis.—The following sopeit, 
ments of passenger agents have been made for this road, 
the ‘‘ Vandalia Line”: Eastern, Robert Emmett, Indianapa- 
lis, Ind. ; Southeastern, George A. Knight, Cincinnati, O.; 
Southern, C. P. Kennedy, Louisville, Ky.; Northern, W. H. 
Truesdale, Terre Haute, Ind.; Northwestern, H. L. Hall, St. 
Joseph, Mo.: Western, G. H. Baxter, Kansas City, Mo.; 
Colorado, J. G. Ruple, Denver, Col.; Pacific Coast, J. P. 
Kirkland, San Francisco, Cal, : Southwestern, John Howard, 
Austin, Texas. 


Troy & Boston.—At the annual meetiag in Mints N. Y. 
Jan. 15, the following directors were chosen: mn 
Durkee, Sylvander J Chasen, Wm. Kemp, Joseph H. Parsons, 
Daniel Robinson, Samuel B. Sanford, Augustus Schell, D, 
Thomas Vail, Samuel M. Vail, Wm. H. Vanderbilt, Henry 
E. Weed, Lyman Wilder, John H. Willard. The board 
elected Daniel Robinson, President; John H. Willard, Vice- 
President; Samuel M. Vail, Secretary; J. Edward Merrill, 
Treasurer. 


Wabash, St. Louis d Pacific. —Mr. A. L. Bogen. Second 
Vice-President, becomes First Vice-President, in place of B. 
W. Lewis, Jr., resigned, 


Waynesburg & Washington.—At the annual meeting in 
Waynesburg, Pa., Jan. 12, the following were chosen: 
President, J. A. Buchanan; Directors, J. F. Temple, Jacob 
Swart, James M. Dunn, A. A. Purman, Levi Pettit, J. F. 
Bell, M. L. A. McCracken, H. C. Savers, D. McCollum, 8. 
Luse, W. T. Lantz, W. A. Hook. 


Western Railroad Association.—At the annual meeting in 
Chicago, Jan. 13, the old board was reélected as follows: 
Thomas Allen, B. F. Ayer, James C. Clark, B. C. Cook, F. 
de Funiak, J. C. MeMullin, 8. 8. Merrill, George H. Nettle- 
ton, A. L. Osborne, Charles Paine, J. M. Walker, T. F. 
Withrow. The board reélected B. F. Ayer, President; J. H. 
Raymond, Secretary and Treasurer; George Payson, Gen- 
eral Counsel; B. F. Ayer, J. M. Walker, B. C. Cook, T. F. 
Withrow, A. L. Osborne, Executive Committee. 


Wilmington, Columbia & Augusta,—T he new company or- 
ganized by the purchasing bondholders has the following 
officers: President, R. R. Bridgers; Directors, W.T. Walters, 
S$. M. Shoemaker, B. F. Newcomer, H. B. Short, George 8. 
Brown, George B. Jenkins, H. B. Plant, J. D. Cameron, 
noch Pratt. 


PERSONAL. 


—Mr. ©. E. Gore, Superintendent of Equipment of the 
Lake Erie & Western road, resigns that position to take 
charge of the new La Fayette Ind.) Car Works. 

—Mr. John P. Milner has resigned his position as Engineer 
of the Pensacola & Selma Railroad on account of 111 health. 

—Major W. F. Downs, long General Superintendent of 
the Central Branch, Union Pacific, is retired from that posi- 
tion by the consolidation of the road with the Missouri 
Pacific. Major Downs is now traveling in Europe for his 
health, on leave of absence. 

—Mr. Charles W. Parsons has resigned his position as 
Civil Engineer and Bridge Builder of the Old Colony Rail- 
road, and will take charge of the bridge department of the 
firm of R. F. Hawkins & Co., of Springfield, Massachusetts. 

— Mr. B. W. Lewis, Jr., formerly President of the St. 
Louis, Kansas City & Northern, and since the consolidation 
fist Vice-President of the Wabash, St. Louis & Pacific Com 
pany. has resigned that position. 


TRAFFIC AND EARNINGS. 


Grain Movement. 

For the week ending Jan. 10, receipts and shipments of 
rrain of all kinds at the eight reporting Northwestern mar- 
~ and receipts at the seven Atlantic ports have been, in 
bushels, for the past seven years: 

Northwestern Northwestern Atlantic 








Year. receipts. shipments. receipts, 
187. , 3,027,412 oe 1,800, 106 
1875.. se . 1,611,271 . 1,654,316 
1876 946,652 1,641,779 
1877 H08, 682 1,546,128 
1878 ‘ees ‘ J 1,185,085 2,662,375 
187) iain ... 2,936,586 1,277,750 1.778971 
1880. . 2,867,056 1,370,697 5,691,875 


The receipts at the Northwestern markets for the week this 
year are larger than any winter receipts last year, yet less 
than for the preceding week. The shipments of these mar- 
kets are the largest since November, yet not much more than 





| Treasurer, John Welch 
| Pittsburgh & Butler.— At the annual meeting in Pittsburgh | 
i last week the following were chosen: President, James 5, | 


:| Negley: Directors, H. R. Low, D. R. Speer, James D. Lytle, | 


James S. Negley, Jr., J. J. Saint, A. J. Negley, F. A. Ed: 
monds. George G. Ashton: Secretary, J. J. Saint: Treas- 
urer, W. N. Riddle. } 


Pittshurah & Chicago.— At the annual meeting in Pitts- 
burgh last week the following were chosen: Gen. James 8. | 
Negley: Directors, Gen. J. 8. Robinson, President Chicago & | 
Atlantic Company: H. R. Low, President Toledo Delphos | 
& Burlington Company: |. ¥. Mansfield, Cannelton, Beaver 
County, Pa.: James F. Morrison, Wurtemburg, Pa.; J. D. 
Lytle. Harmony, Pa.: J. C. Cunningham, Chewton, Pa. : 

| Gen, Samuel K. Schwenk, United States Army: W. N. 
Riddle, Pittsburgh 


Pittshuigh, New Castle & Lake Eric.—At the annual meet- 
ing in Pittsburgh last week the following were chosen: Presi- 
j dent, James 8. Negicy: Directors, D. E. Culver, Grinnel | 
Burt, James D, Lytle, H. R. Low, Samuel K, Schwenk, 
(ieorge G. Ashton, A. G. Negley, James F. Morrison; Treas- 
urer, W. N. Riddle. This is the old corporation, and is dis- 
tinct from the insolvent company bearing a similar title. | 


St. Louis, Kansas d&& Avrizona,—The following officers 
were elected at Ossawatomie, Kan., Jan, 14: President, 8. 
H. H. Clark, Omaha, Neb.: Vice-President, A. A. Talmage, 
St. Louis: Secretary, C. G. Warner, Ossawatomie, Kan. : 
Treasurer, O. L. Garrison, St. Louis. The company is con 
trolled by the Missouri Pacific. ss 


St. Louis, Vandalia & Terre Haute,—At the anaual | 
meeting in Greenville, UL, Jan. 13, the old board was re- 
élected, as follows : W. 8. Smith, A. H. Henry, Greenville, | 
Ill.; Charles H. Seybt, Highland, Ill; J. 8. Piers, Collins- | 
ville, Ill.; Robert Dulaney, Marshall, [ll.; W. R. McKeen, 
Terre Haute, Ind.; Thomas D. Messler, Wm. Thaw, Pitts- 


a third of the receipts. They are lerger than in the cor- 


| responding week of any previous year. The receipts of At- 


lantic ports are the largest in five weeks, and more than 
twice as great asx in the corresponding week of last year, 
(when the snow-blockade greatly reduced them), and also 
greater than in any week of Jast year until February, when 
probably not more than 25 cents per 100 Ibs, were received 
for any considerable amount of grain, aguinst 40 cents firm 
last vear. 

Of the receipts at the Northwestern market for the week 
this year, Chicago received 52.3 per cent., St. Louis 14.1, 
Milwaukee 11.5, Peoria 7.4, Toledo 6.5, Detroit 5.6, and 
Cleveland *2.6, 

Of the receipts at Atlantic ports, New York had 54.4 per 
cent., Baltimore 14.9. Philadelphia 12.5, Boston &.6, Port- 
land 4.7, New Orleans 4.6 and Montreal 0.3 per cent. New 
York’s percentage was unusually large for a winter week. 
In no week of last winter did it receive so much as 50 per 
cent. of the total, either before or after the snow block- 
ade 


Utah Freight Traffic. 
For the year 187 the tonnage moved over the Utah Cen 
tral and Utah Southern roads was as follows: 


1870 1878. Increase, P. ¢, 
Utah Central, tons 123,857 117,438 6,418 ee) 
Utah Southern... 12,611 107,540 15,062 14.0 


Leading items of freight on the Central were 50,174 tons 
coal and coke and 10,723 tons lumber. On the Southern 
they were 82,484 tons ore and bullion, 15,639 tons reck and 
limestone and 26,086 tons iron ore. 


Southwestern Association Lumber Rates. 
Beginning Jan. 12, the rates on lumber to Mississippi River 
points, in car-loads of 24,000 Ibs. and over, were made 25 
cents per 100 Ibs. from Chicago, 204 from Davenport, Mux 
catine, Burlington, Fort Madison and Montrose, and If 
from Keokuk, West Quincy,; Hannibal, Louisiana and St 
Louis. The Chicago & Northwestern, which is not a member 
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of this Association : 
cents per 100 Ibs. from its Mississippi River points, na.nely, 
Clinton, Lyons and Comanche, Iowa. Heretofore, the Chi- 
cago rate being 25, the rate from St. Louis and other Missis- 
sippi points, to and including Burlington, was 17 cents. Now 
Keokuk and Burlington are put in a class with the Mississippi 
River points further north, with a rate about 20 per cent. 
higher than the St, Louis rate. The new rates were made by 
arbitrators selected from the lumber trade. 


Railroad Earnings. 
Earnings for various periods are given as follows : 
Year ending Dec, 31: 


1879. 1878. Ine. or Dec. P.c. | 

Atchison & Nebras- 
ka ‘cet qasauane $541,622 $445,345 1. $98,277 22.0 

Chi, Clint., Dub. & 

Minn Sion 489,439 481,104 L 8,245 
Det.. Lansing & No.. 1,105,516 966,652 1. 138,864 
Great Western.... .. 4,579,850 4,491,672 1. 88,178 
Kan. City, Ft. Scott 

& Guid. nv ahtias 892,338 831,681 1. 60,657 7.0 
Kan. City, Law. & 

BO .s.nccksvocbies 492,273 433,015 I. 59,258 13.6 
Kan. City, 8t. Jo, & 

Gi Bess aan 1,759,098 1,511,535 L 247,563 16.4 
Kansas Pacific...... 4.87%,729 3,789,260 I. 1,084,469 28.6 
Northern Pacific.... 1,997,50: 1,215,693 I 781811 64.3 
Wisconsin Valley... 225,175 196,699 I. 28,476 14.0 

Eleven months ending Nov, 30; 

Chi. Bur & Quincy..$13,341,548 $13,042,978 1. $208,570 
Netearnings...... 6,651,767 6,070,909 I, 580,768 0.6 

St. Louis & 8S. E.... 673,365 602,291 1. 71,074 11.8 
Net earnings...... 238,: 164,455 L. 73913 45.0 
Seven months ending Dec. 31: 

Texas & Pacific... . $1,622,171 $1,394,540 IL. $227,631 16.3 
Net earnings.... 889,575 553,271 TL 336,301 60.8} 
Six months ending Dec. 31; 

St. Paul. Minn. 

Manitoba.......... $1,362,179 

Net earnings ..... Sis ve ndes ie 4090 endo? 

Three months ending Dee. 31: 

N. Y. Central & Hud- 
son River..., ..... $8,546,638 $7,575,789 1. $970,840 12.8 
Month of Novembe>; 

Grand Trunk £174,088 £165,530 I, £8,558 
Net earnings...... 51,417 42,070 1. O47 


Month of December : 
Atchison & Nebras- 





DR, «+000 ¢brkgeebe $60,988 $58,124 1. $22,864 59.0 
Chi., Clint., Dub, & 

Minn wh phate 46,015 35,586 1, 10.4°90 = 29.0 
Det., Lansing & No. 91,527 67,477 1. 24,050 35.5 
Kan. City, Ft, Scott 

& Gulf.... wicak 91,157 45,807 I. 35,350 
Kan. City, Law.& So. 43,093 27,446 I. 16,547 
Kan. City, St. Jo. & 

Cc. B ae eee 141,487 117,503 1 23,084 
Northern Pacific. 108,818 62,470 1 46,548 
Union Pacific . 1,045,774 854,105 I 101,660 
Wisconsin Valley... 20,488 10,478 I 10,010 

First Week in January: 

Atchison, Top. & : 

Santa Fe.......... 5,000 $52,058 I, $82,942 632 
Chi., Mil. & St. Paul 161,000 108,025 LL 52,075 40.1) 
Minn. & St. Louis. . 10,278 5,000 I. 5,278 105.6 
Mo., Kan, & Texas.. 66,433 37,846 I, 28,587 75.6 

Second week in January: S ¥ 
Chi. & Eastern Il... $16,52% $15,818 I. 705 4.5 
St. L.. Iron Mt. & . 

Ss «: etemitents 138,875 7,719 L 65,156 83.3 
St. Paul & Sioux 

City Se ree 22,659 18,894 I, 3,765 109.0 

Week ending Jan, 2: J 
Great Western...... $03,466 $70,149 1.) $25,317 33.3 

Week ending Jan, 10; ms pert 
Grand Trunk........ $174,542 $162,008 I, $12,554 7.7 

Coal Movement, 


Coal tonnages are reported as follows for the week ending 
Jan, 10: 


1880. 1879. Increase. P. c. 
Anthracite .............. . B51 200 248,508 102,782 414 
Semi bituminous. ....... +++. 89,5035 ron «ihe 
Bituminous, Pennsylvania... 36,931 
Coke, Pennsylvania.......... 20,664 hoes 


The anthracite trade has been somewhat disturbed by the 
continued mild weather and the consequent light demand 
for domestic purposes. 

Bituminous and semi-bituminous tonnages not heretofore 
reported for the year ending Dec. 31 were as follows: 





1870). 1878. Increase. P. ¢ 

East Broad Top............- 63,069 65,063 ee eer 
Bellefonte & Snow Shoe.... 54,253 29,169 25,084 85.9 | 
Allegheny Region, P. R.R... 202,720 200,139 2,581 13 
Penn and Westmoreland ...... 787,408 = 602,441 04,967 13.7 
West, Penn..R. R ............ 211,305 LR6.308 | 24.07" 15.4 
Southwest Penn. R. R........ 42,153 25,064 16,469 64.1 

Pittsburgh Region P. R. R... 588,557 = 429,498 = 100,009 2, 
Total... 1,890,445 1,626,282 275,163 16.8 


Pennsylvania Railroad coal tonnage for the first week in 
January was: 
826; bituminous, 
tons. ; 
Pittsburgh shipments of coal and coke down the Ohio 
tiver for ten years past, have been, in bushels : 


27,272 : coke, 29,664 ; total, 113,750 


BITO....cnacccese . 43.896,500 1874.... 99,025,500 
1878 .. . 65,697,000 1873 . 08,518,500 
1877 : .,. 66.936, W0  IBT2.. ©... eee 53,533,000 
TT ree Cr Re | 2 eee 44,404,000 
1875 oe. 62,025,000 IS70............- . 41,175,000 | 


Last year’s shipments were the smallest since 1870, partly 
on account of strikes in the mines, but chiefly owing to the 
long drought and low water in the river. No shipments 
were made in May, June, September and October, and but 
very light ones in August, only 134,000 bushels going out in 
those five months. 


RAILROAD LAW. 
Liability for Damages by the Tay Bridge Accident. 


The Solicitor’s Journal, an English legal newspaper, says: | 


“The recent Tay Bridge accident raises no very novel ques- 
tion, but well illustrates the difficulty of applying the law to 
particular circumstances. It is now certain that railway 
companies are not insurers either of the roadworthiness of 
their carriages or of the stability of their ways, and that 
any liability they are subject to must be founded upon negli- 
gence. The question here seems to be whether, in the case 
of a bridge intended to carry traffic at all times across a 
stormy estuary, due care has 


such weather as might be reasonably expected to occur. 
Or, on the other hand. whether the Tay Bridge, though 
good enough as a fair-weather bridge for traffic, or even 
capable by itself of withstanding the severity of a hurri- 
cane, was too slight to be t to when a passing train 
added to its weight and increased its resisting surface. It 
might be a not unreasonable thing to build a bridge which 
should be safe for all ordinary 
to resist, under the burden of traftic, an unusual storm. 
But it would then be an act of negligence to allow traffic 
to pass over it in such a storm ; the very act of doing so 


agrees with it to maintain a rate of 2014 


2.3| asked Carpenter. 





Antbracite, 12,018 ; semi-bitummous, 44,- | 


been used to build a bridge | 
capable of supporting the pressure of a passing train under | 


parpeee. but yet too slight | 
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would render it unsafe. This, however, cau hardly have 
| been the view which the railway company took of their 
| bridge across the Tay ; otherwise, in so violent a storm, 
| they would not have allowed the train to proceed. It 
| would seem, therefore, that the Tay Bridge was one which 
| was built for use under all circumstances, and to adapt to 
this case the words used by Lord Chelmsford in delivering 
judgment in the Privy Council in the case of ‘Great West- 
ern Railway of Canada v. Braid’ (11 ‘W. R.’ 444), it 








‘ought to have been constructed in such a manner as to be | 
cepable of resisting, under the circumstances of a crossing | 


train, all the violence of weather which, on the estuary of 
the Tay, 
occur.’ In such a case, to use again the language of the 
| judgment already quoted, ‘there can be no doubt that 
| where an injury is alleged to have arisen from the improper 
construction of a railway the fact of its having given way 


| 
| 
| 


14.0 | Will amount to prima facie evidence of 1ts insufficiency; | 
1.0| but it may be reasonably expected that the question in this | 


| case, if ever raised, will be determined on something more 
than primd facia evidence.” 


THE SCRAP HEAP. 


|A Close Shave. 


** Did you ever hear * Hughey ’ Williamson tell of his ad- 
| venture at Washingtonville on the Newburg Branch ?” 


Williamson 1s another know-no-danger 
runner, and is now on the road. ‘* Well,” he went on to say, 
“that was a rarity, one that seldom occurs. Williamson 
was in Newburgh when he was telegraphed to run to Grey- 


| court to assist running a six-wheeler on the track that had 
| run off a switch and couldn’t get back herself, as they some- 


times do, you know. Of course, time was an important 
| thing, as the engine that was off blocked up the westward- 


| bound main track. He started from Newburg, with 


| 
"| nothing but his engine, and having a clear road you can 


just bet he flew. He left the rails echoing behind him like 
| a never-ending water-fall. The station agent at Vail’s Gate 
| rushed to the door wild with fright, thinking it was a run- 
| away engine, nobody onit. At Salisbury Mills, the popula- 
| tion of which village is but a few feet from the track, the 
| people rushed out of their houses utterly dismayed and uz- 
|}able to believe their own eyes. They thought it wasa 
| spectre, which they could not describe, so suddenly did it ap- 
| pear and so quickly vanish again from sight. Over the 
| Washingtonville flats the gait was so rapid the telegraph poles 
| looked like blades of grass, they were so thick. After turn- 
ing the curve at the Washingtonville station ‘ Hughey’ espied 
|a hand-car full of track hands, rails, tools, and so forth. 
They had no sign of a flag out, and did not expect anything 
|}along. He immediately concluded that he could not stop 
| in time, so he only blew his whistle to warn the men to jump 
off. There were a dozen of ’em, and they had a wonderfully 
narrow escape. He picked up that hand-car, rails and all, 
and sent ‘em flying in the air in all directions. A low hand- 
car with rails on it pointing right at you is the most danger- 
ous thing you can possibly hit, but the rails this time, instead 
of piercing every part of the, boiler and engine swerved 
| off and did little injury. The dinner kett es of the 
jlaborers flew up like pop-corn in a_ frying pan, 
jand crow-bars, shovels, a tamping bars and 
spikes made a complete kaleidoscope in the air. One 
of the axles of the car, to which was attached one 
wheel, bounded over the smoke-stack and came crushing 
through the cab window on the fireman’s side, who was 
nearly killed in his great hurry to get out of the wa The 
most of the car landed on the front of the engine, and before 
‘Hughey ’ could stop he had carried it through one of those 
oid-fashioned covered wooden bridges nearly a quarter of a 
mile off. In ali my experience,” concluded Carpenter, * I 
don’t think Lever heard tell of such a miraculous escape as 
‘Hughey’ bad. He must have been going through the air 
like an electric current when he couldn’t stop an empty en- 
vine before hitting such a dangerous thing." Ionentelle (Pa.) 
! Herald. 
Overweight, 
A few days since a car-load of barley was received by a 
commission house in this city. The car was billed at 24,000 
| pounds, but the agent of the road which transported the 
car, being a shrewd, sharp man, thought it was light weight 
| and added 2,000 pounds to the bill. The commission men 
| paid the bill, telling the agent they had rather settle than 
| have any ill-feeling about the matter. The parties who 
bought that car-load of barley paid for 43,000 pounds, and 
| were satisfied they got good weight.—Cincinnati Enquirer. 


| Terminal Charges on a Dog. 
| About the best turn we have heard given to a disgruntled 
| shipper by a railroad man occurred in Albany, Ga., a few 
days since. A gentleman who was returning from a hunting 
| tour in Florida with a fine setter, was informed as he boarded 
the cars at Albany that he would have to pay for his dog. 
| This made him mad, but when he was informed that he must 
| procure a freight bill for him he was indignant. He went to 
| the agent and found young Joe Davis filling the place. 
| “They tell me I must pay freight on my dog,” said the 
man. 

** That’s the rule,” said Joe gently. 

** And that I must get a freight bill for him—” 

* That is according to our rules again,” quietly remarked 


” said the man, * how much is the freight to Ma- 
con ?” 

** Eighty-five cents,” said Davis. 

**How much to Fort Valley ?” 

** Righty cents,” said Davis. 

The man showed evident signs of beiling over, and re- 
marked: 
| ** How do vou make that 7” 

** Well, you see,” said Davis, ‘the loading and unloading 
|is thething. It costs but little to haul the dog, but it re- 
quires something to load and unload.” This he said with a 
merry twinkle in his eye that unnerved the dog man, and he 
called fora bill for the long haul and left satisfied with the 
agent but not with the road,—Atlanta (Ga,) Constitution. 


A Bridge of Old Rails. 

A highway bridge was recently completed at Springville, 
N. 8., which is thus described by the Pictou Standard: 
“Springville Bridge, as the newly opened bridge was for- 
merly named, was built by Messrs. McDonald & Russel, 
iron workers, of this town, after plans by P. 8. Archibald, 
Esq., Civil Engineer of the Intercolonial. It is the second of 
its kind in the Dominion, the first having been builtin New 
Brunswick. It crosses the East River of Pictou at a point 
near the pretty village of Springville, an embryo city nest- 
| ling in one of the most picturesque and fertile valleys of 


Nova Scotia. Near Springville are vast deposits of 
iron ore, which will ape gg be worked in the 
near future, and quarries of limestone. The bridge 


isof 80 feet span clear, witha width of 13 feet. The piers 
on which the structure rests are of limestone, quarried near 
by. They were built by Mr. Wm. Morrison, of Pictou. 

e planking of the roadway rests on joists 8 by 12 in., and 
these on sections of old rails strongly riveted together. The 
whole is supported by an arch—10 ft. high at the middle of 


might be expected, though perhaps rarely, to | 
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| the bridge—on either side, formed by two rails fastened 
| side by side, and suitably bent. Wrought iron chords attach 
| the roadway to the arches, while cross sections jutting cut, 
| firmly bolted to the arch top, give the whole firmness and 
| stability. Arches, chords, etc., are all tastefully painted ; 
and, light and graceful through material and good work- 
|manship, the bridge stands a graceful building, beautiful 
j and useful in every way.” 

| OLD AND NEW ROADS. 

| Arguments on the Reagan Bill.—The arguments on 
| this bill were resumed before the House Committee on Com- 
| merce at Washington, Jan. 19. Mr. John K. Cowen, Coun- 
| sel for the Baltimore & Ohio Company, concluded his argu- 
| gument in opposition to the bill and was followed by Gen. 
James F, Wilson, of Iowa, representing a number of west- 
ern railroads centering at Chicago, who opposed the bill. 
The committee decided to extend the limit for hearing rail- 
road representatives from Wednesday until Friday of ‘this 
week. This was done to afford Messrs. Charles Francis 
Adams and David A. Wells an opportunity to be heard. 


Atchison & Nebraska.—This road is now completed to 
David City, Neb., 202 miles from Atchison, 55 miles be- 
yond the old terminus at Lincoln, and five miles beyond the 
point reached at the close of the year. The line beyond Lin- 
coln belongs to the Lincoln & Northwestern, a separate or- 
ganization. 


Atlantic & Gulf.—The Savannah News cf Jan. 15 
says : ‘‘The United States Circuit Court, after hearing the 
arguments on thereports of masters in chancery, decided 
yesterday that none of the laborers and mechanics had any 
lien upon the property of the Atlantic and Gulf Railroad 
Company 0. its proceeds, because the remedy provided by 
the statutes of the state of Georgia for the enforcement of 
their claims as liens had not teen properly pursued. This 
decision puis the second-mortgage bondholders ahead of the 
laborers and mechanics, for such part of the proceeds of the 
saleof the road as is not otherwise appropriated by 
orders of court. A decree was rendered  sustein- 
ing the exceptions filed by the second-mortgage bondholders 
to the report of Hon. R. E. Lester, the master in chancery, 
to whom the claims of the laborers and mechanics were re- 
ferred. The report of Andrew Sloan, Esq., the master in 
chancery, to whom was referred the petitions of the trus- 
tees, receivers, solicitors and others, was, by decree of court, 
sustained in every particular, with leave te the Receivers to 
move, through their solicitor, f r additional compensation. 
It is proper to state, however, that one claim for $45, repre- 
sented by Mr. R. R. Richards, was allowed, the law in refer- 
ence to laborers’ liens having been complied with.” 


Baltimore & Ohio.—The Baltimore Gazette says: 
‘Mr. E. F. Baldwin, architect, is engaged in the revision of 
plans for the new building of the Baltimore & Ohio Rail- 
road Company, to be erected on the northwest corner of 
Baltimore and ‘ ‘alvert streets, and to extend from Baltimore 
street north to Bank lane. The new building is to have a 
front of from 80 to 90 feet and a depth of from 150 to 180 
feet. It is to be constructed of brick with decorated marble 
facings, and is to be five stories high, with front flat roof, 
graduating at middle in a kind of square-topped mansard. 
The probable cost of the building is estimated by Mr. Bald- 
win at between $400,000 and $450,000. Workmen will 
commence to tear down the Mercantile Agency, adjoining 
Adams Express office, about the 18th of February next, 
but work on the new buildings will not be begun 
for some months subsequent. The erection of the building 
will consume from a year and a-half to two years, and it is 
expected that the work will be completed about 1883. The 
plans for the building at first submitted to the Baltimore & 
Ohio Railroad Company by Mr. Baldwin showed a proposed 
tower 30 feet high surmounting the building. The tower 
has, however, been done away with and the building will be 
unornamented except by spacious windows and brown mar- 
ble facings. The windows of the lower story will begin on 
the ground floor and will be about eight feet high. Many of 
the offices of the company at present at Camden Station, 
among them the President’s, Vice-Presidents’ and Treas- 
urer’s, will be removed to this building on its completion. 
The plans contemplate a magnificent structure.” 

Bedford, Brownstown & Madison.—Recently the 
town of Madison, Ind., subscribed $50,000 in aid of this 
road, andissued city bonds to thatamount. Last week cer- 
tain tax-payers of the city applied to the Circuit Court for 
an injunction to restrain the company from selling the bonds, 
and to have them declared ulegal and void. The Court 
granted a temporary injunction, to hold until the suit is ar- 
gued and decided. 


Bergen Hill & Communipaw.—Articles of incorpo 
ration have been filed in New Jersey for a line to run from 
the Pennsylvania Railroad at the east end of the Bergen 
Cut to the Hudson River at the foot of Third street in Jersey 
City, about 24¢ miles. The corporators are Wm. Bettle, Jr., 
Ira F, Harrison, Benjamin F, Lee, F. O. Mathieson, Gershom 
Mott, Wm. J. Sewell, J. H. Smith and E. F. C. Young. 
The line is apparently intended as a freight branch. 


Burlington & Northwestern.—Track is now laid to 
Washington, Ia., LO miles northwest from the late terminus 
at Crawfordsville, 36 miles from the junction with the Bur- 
lington, Cedar Rapids & Northern at Mediapolis, and 52 
miles from Burlington. Freight trains began to run last 
week, and regular passenger trains will be run through 
shortly. 

Cairo & St. Louis.—The United States Circuit Court 
has authorized Mr. Henry W. Smithers, the Receiver, to sell 
the receiver’s certificates heretofore authorized at 98, he 
having been unable to dispose of them at par. The Court 
also authorized the Receiver to lease four locomotives, a 
part of the rental to be applied in payment for the same. 


Canada Southern.—lIn the suit of this company against 
the Grand Trunk to determine the tolls over the Interna 
tional Bridge at Buffalo, the United States Cirewt Court 
has given a preliminary decision, holding that, under the act 
| of Congress authorizing the building of the bridge, the Court 
| has full jurisdiction in the present controversy. The Court 
will therefore proceed to hear the testimony and arguments 
in the case. 

Central Branch, Union Pacific.—This road having 
passed under the control of the Gould interest, as heretofore 
noted, loses its independent existence, and is attached to the 
Missouri Pacific for operating purposes. It will be hereafter 
known as the Central Branch Division of the Missouri Pacific 
road. Its eastern terminus is the western terminus of the 
former Missouri Pacific line. 


Central Pacific.—It is reported that negotiations have 
been closed through Mr. C. P. Huntington for the sale of a 
large amount of stock toa syndi‘ate composed of R. P. 
Flower & Co., Prince & Whitely, Kuhn, Loeb & Co., Fisk 
& Hatch, Morton, Bliss & Co., Russell Sage, Jay Gould, 
William R, Travers and other well-known bankers and rail- 
road men interested in Wabash and Union Pacific. The sale 
is said to be of 50,000 shares at 72, with the option of 50,- 





000 more at 80, The sale is for cash, and it is said tha t the 





w 
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syndicate intends to put the stock on the market in small 
lots. 


Chicago, Burlington & Quincy.—Records of the 
Train Dispatcher of the Chicago Division show that the 
number of trains and cars between Aurora and Chicago for 
the past two years have been: 


1879. 1878. Inc. or Dec. P.c. 
No. freight trains.... Sees ee 5.895 I. 205 5.0 
No. cars news hae obec .213,521 204,041 I. 9,480 4.6 
NO. Care stack... 2.06 secuss 61,740 63,200 D.1,560 2.5 | 
Average No, cars per day... 585 559 dk 46 
nm: * trains ah 16.9 16.2 I 0.7 
- cars stock per 
SO ee eee 169 173 D. 4 2. 
Average No. cars per train., 34,49 34.69 D. 0.2 ‘ 


This section of the road, 38 miles long, has the traffic con- 
verging from all the vast system of this company. It has a 
very large number of passenger trains as well as these 
freight trains 


Chicago & Paducah.—In the United States Circuit 
Court in Springfield, Il., Jan. 21, a final decree of foreclos- 
ure and sale was entered against this road, fixing the amount 
due for principal and interest at $3,710,509, and ordering 
the road to be sold at Chicago, by John A. Jones, Master in 
Chancery, after 60 days’ notice. The road is to be bought 
in in the Wabash interest. 


Chicago, Milwaukee & St. Paul.—lt is said that this 
company will build in the spring a line from Minneapolis, 
Minn., to Norwood, 39 miles. The object is to make a short 
cameron from the Hastings & Dakota Division to Minne- 
4&pDolls, 


Chicago, St. Louis & New Orleans.—A report that 
this company, now controlled by the Illinois Central, was to 
be consolidated with it, is contradicted by the Illinois Cen- 
tral officers, who state that no change in the existing rela- 
tions of the two companies is intended. 


Connecticut Central.--All, or nearly all, of the $875,- 
000 bonds of this company are now held by D. D. Warren 
and Willis Phelps, of Springfield, Mass., and it is said they are 
trying to sell, having offered them to the New York, New 
Haven & Hartford and the Boston & Albany companies 
without succees. It is thought that they may be able to make 
some arrangement with the Connecticut Valley boudholders, 
who are interested in keeping the Central open as the only 
available northern connection of their line. . 


Connecticut Valley.—The time for this company to 
redeem its property by paying up arrears due on the first- 
mortgage bonds expired Jan, 1. The road remains in pos- 
session of the State Treasurer of Connecticut as Trustee, but 
it is understood that the bondholders will soon complete ar- 
rangements to organize a company and take possession of 
the road, There will be no sale, the property passing to the 
bondholders under a strict foreclosure. 


Dismal Swamp Canal.—This canal was sold at public 
auction in Norfolk, Va., Jan. 15, and bought for $275,000 
by John B. Whitehead, Cicero Burruss, John L. Roper, H. 
G. Onderdonk and John A, Tompkins, a committee repre- 
senting the bondholders. The canal extends from the 
Elizabeth River south of Norfolk to the Pasquotank River 
in North Carolina, 22!¢ miles, with a branch to Northwest 
River, 5 miles, and one to Lake Drummond, 5 miles. It 
connects the waters of Chesapeake Bay with the North Caro- 
lina sounds, and serves to carry a considerable traffic. The 
United States and the state of Virginia were large stock- 
holders. 


Evansville, Owensboro & Nashville. — Articles of 
consolidation under the name of the Evansville, Owensboro 
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gone forward again, but has actually absorbed its rival, | Evansburg, about 12 miles to connect with the Pittsburgh & 
with all its acquisitions, by the simple process of buying | Western road. 
a controlling interest in that rival’s stock. Tne stock of the | F =e ; P J 
Nashville, Chattanooga & St. Louis is only $6,500,000, but, | ,, Pittsburgh & Chicago.—This company is organized in 
by a peculiarity in its charter, a two-thirds interest is re- em cee to build from sates point on the I ittsburgh «& 
quiees to give complete control, and this the Louisville & cuter coo pe ae to a state line, where it is to 
ashville is reported to have secured at prices variously | ™¢¢ ta ine to re nuilt across hio, and also an extension of 
stated from 70 to 95. Most of this, it is said, was secured | the Painesville & Youngstown road. It will pass through 
by purchase from parties in New York who held large blocks rich iron and coal deposits in Lawrence and Beaver ceun- 
of the stock, some also being picked up in small lots on the | #es. 
market. . ; : Pittsburgh, New Castle & Lake Erie.—This com- 
What effect this may have on recent transactions is not} pany is distinct from the bankrupt corporation of the same 
yet certain. Many reports are afloat and it is too soon yet | name sold out last year and reorganized as the Pittsburgh & 
eee or - them. It is we ea as J po hoe aninen. It is organized for the purpose of building a line 
asked to retain the management of the Nashville 1atta-/ from New Castle, Pa., to connect wit e protected Pitts- 
— lines — - that the contracts for the completion of | burgh & Chicago line. ee ee ee sees a 
the line from Nashville to Evansville by Owensboro will be ‘ ' . 
carried out. On the other hand, the Nashville & Chattanoo-| Pittsburgh, Titusville & Buffalo.—Mr. F. L. Moore, 
go board has postponed action on the Georgia Central lease, | @ stockholder, has brought suit to enjoin this company from 
waiting further developments, and there isa general uncer- | completing the pro nosed consolidation with the Buffalo, Cha- 
tainty as yet. tuauqua Lake & Pittsburgh Company, on the ground that 
This purchase gives the Louisville & Nashville almost com- | Such action will be detrimental to the stockholders, and will 
plete control of the traffic of a large section of the South, subject the company to an unknown amount of debt, out of 
including what is known as the Green Line business, und an all proportion to any benefit to be derived. The Court 
influential position in relation to a large part of the Eastern | granted a temporary injunction, pending a full hearing in 
business with the South. It occupies now a position whicn | the cave. 
no other company has ever held or attempted to hold! pyepio & St. Louis.—This company proposes to build 
toward that section. Promises are made of conservative | g yailroad from Pueblo, Col., through the Arkansas Valley 
action, and a careful regard for existing interests, but there | into Kansas to connect with the Missouri Pacific extension 
is said to be a good deal of popular jealousy in Tennessee. at Wichita and the Kansas Pacific probably at McPherson. 
New Jersey Midland.—The Reorganization Commit- | The road is to be built in the Denver & Rio Grande interest, 
tee give notice that holders of first or second-mortgage and will be parallel to the Atchison, Topeka & Santa Fe. 
bonds can deposit them with the Central Trust Company| Quebec, Montreal, Ottawa & Occidental.—On Jan 
of New York, and receive transferable certificates up to) 16 the Province of Quebec took formal yx ssession of the 
Feb. 10, on payment of the assessment of 1 per cent. on the | Rastern Division from St. Martin Junction to Quebec, 159 
var value. About 95 per cent. of the first-mortgage bonds | miles, with the Piles Branch, 80 miles. It will hereafter ins 
ave been deposited. Sondholders not joining with the Com- | pun by the Department of Public Works, as the Western 
mittee will be shut out from all benefits of the proposed pur- | Division already is worked : 
chase of the road. Holders of Central Trust Company ae ; 
certificates of deposit, can have them transferred to their | St. Joseph & Western.—At a special meeting in El- 
own names and new certificates issued, on payment of a fee | wood, Kar,, Jan. 21, the proposed purchase of the Hastings 
of 75 cents per $1,000 par value. & Grand and road was ratified. The purchased road ex- 
New York Central & Hudson River.—The syndicate mae Soe Se Fae ag ay ee 
which bought stock from Mr. Vanderbilt recently, now | 9 opreeme Gest rears st “d ti an, 28 
Sore the 280,000 chare n London —_ = sroemely, now | agreements pending was postponed till Jan. 28. 
neously. Bids will be received for as low as five shares, but| st. Louis, Vandalia & Terre Haute. —At the an- 
no offer of less than 131 will be received, The bids were to| nual meeting last weak the directors’ report submitted gives 
be opened Jan. 22, and allotments made. | the following figures for the fiscal year ending Oct. 81: 
On the occasion of this sale the company issues a circular | , $1,254,641 99 
giving earnings and expenses for eight years past. The circu rakeBROL 
lar also contains what, we believe, the company has never | Rental receivable and other income 
published before, a general balance sheet, which is a follows: | Interest on bonds 





| jross earnings ($7,026 per mile) 
: 
| 875, V7R. 30 





$314,930.00 








Taxes renner: . . " ¢ ane o- 

ASSETS. Taxes and general expenses 36,307 27 onn.nne ae 

Railroad and equipment : nriemaaeisidheenc 
Cash expended by former companies and by this | “aaa “a ‘ so. 0 ° 
company to date Wnesaatc. marin -.$100,773,416.74 | Surplus for the year... “ veo yg GRRRO1 Le 





The road extends from the Illinois State line near Terre 

| Haute, Ind., to East St. Louis, 158.3 miles. It is worked by 
31.157.904.00 | the Terre Haute & Indianapolis, and owned by that com 
pany and the Pennsylvania Company. 


Certificates issued at consolidation in 1869 (and 
since converted into stock) representing addi- 
tional cost of road and equipment to the new 
(this) Company... .. ......... beey xk Wend ‘ 

Lines owned, but the organizations not technically 

pore. in * “ , = ae » } 

merged in this company. oop tantes ‘ _5,825,690.00 | St. Paul & Duluth.—A report is cwrrent that this road 

$137,757.151.64 | has been sold to the St. Paul & Sioux City Company, This 
| report is denied by later dispatches. 


1,322,565.72 | 
| St. Paul & Sioux City.—A dispatch from St. Paul Minn. 
— | Jan. 21, says: “Ithas just become known that Augustus 
1 eeeeas | Kountze, of the New York banking firm of Kountze broth- 
"$201,300.68 bile at a ree | ers, has been chosen asa director of the St. Paul & Sioux 
1.859' 109.68 | City at a recent election. H>» is understood to be intimately 
re crass 2,160,419.61 | connected in Jay Gould’s interest. There is a previous ru- 


Total, road and equipment 


Fuel and supplies........ ‘ “eee ny 
Land in New York outside of read... $1,066,216, 52 
Land in Troy outside of road.... 57,351.81 
Stocks and bonds. 

See Ss 
Cash assets 





& Nashville, the Owensboro & Nashville and the Owensboro 
& Russellville companies have been filed, The consolidated 


company is to own the Nashville, Chattanooga & St. Louis | 


line from Nashville, Tenn., to Evansville, nd., when com- 
pleted—if it ever is, since the Louisville & Nashville con 
trols it. 


IHMinois Central,—On Jan, 18 this company ceased run- 
ning its Chicago-St. Louis trains over the Wabash, St. Louis 
& Pacific road. From that date all the St. Louis business 
will be done over the Vandalia Line from Effingham. This 
isa renewal of an old arrangement. 


Keokuk & Northwestern.—This company is negotiat- 
ing with the St. Louis, Keokuk & Northwestern in relation to 
the building of its proposed line from Keokuk, Ia., to Iowa 
City. The Keokuk & Northwestern offers to grade and bridge 
the road, provided the other company will lay the track and 
operate the road. The offer is now under consideration, 


Lehigh Valley.—The report presented at the annual 
meeting, Jan. 20, shows that the total coal tonnage was: 
Anthracite, 4,361,875 tons: bituminous, 53,499 tons; mak- 
ing 4,415,284 tons, being an increase of 935,691 tons over 
IS78. The income from all sources, including interest re- 
ceived from investments, etc., amounted to $6,540,363.7 
operating expenses of the road, $2,996,981.28; net income, 
$3,543,382.46, Of this amount there were paid for interest 
on bonds, dividends, etec., $3,520,019.16, leaving $23,363.30 
to be carried to the credit of the profit and loss account. 
The report alludes in appropriate terms to the deaths of 
Hon, Asa Packer, President, and Mr. Wm. W. Longstreth, 
an ex-president and a member of the board of directors, 





Lockport & Buffalo.—A lease of this new road to the 
New York, Lake Erie & Western has been concluded. The 
lessee is to pay over the net earnings until certain improve- 
ments are completed, and after that a fixed rental of 
$21,000 a year. The road extends from Lockport, N. Y., to 
Tonawanda, 13 miles. 


Louisiana Western,.—The long bridge over the Sabine 
River, between Louisiana and ‘Texas, is completed, and the 
first train crossed it Jan. 21. The bridge has been a difficult 
one to build from the nature of the river bed and the land 
adjoining on both sides. 


Nashville, Chattanooga & St. Louis and the 
Louisville & Nashville.—The Nashville, Chattanooga & 
St. Louis Company has, as we have noted from time to time, 
been very rapidly extending its operations and acquiring 
possession of other lines until it had secured control of a line 
from St. Louis to Savannah with a gap of only a few miles 
to be filled, and of innumerable feeders besides, its new sys- 
tem covering a large part, not only of Ténnessee and Ken- 
tucky, but of Georgia and Alabama besides. Meantime its 
chief rival, the Louisville & Nashville, had not been idle; 
starting with a larger system than the other company, 
it extended its control to Mobile as a Gulf port 
and endeavored to cut off access to Nashville from the 
north, by absorbing the St. Louis & Southeastern lines 
south of the Ohio. This acquisition is said to have been the 
starting-point of the active competition between the two 
companies, the Chattanooga having sought a share in the 
St. Louis & Southeastern purchase in vain. A week ago, 
the Nashville & Chattanooga seemed to have taken the lead 
in the rivalry by securing the Central Railroad of Georgia, 
with all its railroad and steamship lines, but now comes 


Sundry open accounts , . 101,771.56 | mor that Gould has an arrangement with the Sioux City 
; ———~ == == | WO for the transportation of lumber to the Union Pacific.” 
| Total assets : $144,069,306.98 | 
LIABILITIES | St. Paul Kastern Grand Trank.—A New York cor 
| Capital stock..... $89,428, 300.00 | respondent writes to the Milwaukee Sentinel as follows : 
| Funded debt ons EE Pee tee 39,733,333.33 | ‘* | obtained information to-day that will settle the contro- 
Bonds and mortgages assumed, , ; ; 685,174.61 | versy in relation to the St. Paul Eastern Grand Trunk once 
-|for all. It is frem the articles of agreement, leaving no 
$2,878,501.76 4 | question as to its reliability. They say that the St. Paul 
2'201.650_30 astern Grand Trunk Railway, the party of the first part, 
naaier sae 5.080,242.06 | tie Milwaukee, Lake Shore & Western Railway mae ed of 
Sundry open accounts.... ; - 41,807.57 | the second part, and Wisconsin & Minnesota Railroad Com 
Income account (balance) = : . 9,100,539.41| pany, party of the third part, are all corpora 
= eee ——j|tions in the state of Wisconsin. The party of the 
Total liabilities $144,065,396.98 | first part hae been organized for the purpose, among 
There is a slight discrepancy above in the debt statement, | other things, of constructing a railrfad extending 
the bonded debt being 867,900 less than that reported to) from Chippewa Falls eastward through or near Wausau 
the State Engineer. The statement of earnings is merely a | to a point of connection with the road of the party of the 
summary of the gross and net earnings, interest, rentals and second part, township 29, range LO, in Marathon County 
dividends paid, as already published for the past eight years, | and has done sundry things preliminary to the coustruc- 
and contains nothing new. tion of said line of road, and said party of the second part 
proposes to construct that portion of the line from a point of 
connection westerly through Wausau to Colby Junction. 
The party of the third part proposes to construct that por 
tion of the line from thence to Chippewa Falls, and said party 
of the first part proposes to transfer and turn over to said 
parties of the second and third parts all profiles, maps, right 
of way, real estate, local aid or contracts therefor, and all of 
the rights, franchises and immunities which it has relating 
to said line in consideration of the premises and agreements 
Northeast Pennsylvania.—it is proposed to extend | of said parties, Said parties mutually agree that upon the 
this road from its present terminus at Hartsville, Pa., north- | performance of the conditioas above named they will pay 
east through the rich farming region of Bucks County to|.to the party of the first part such a sum as may 
New Hope on the Delaware, opposite Lambertville, N. J, be awarded by a commission composed of —Philetus 
The distance is about 13 miles and the estimated cost &800,-| Sawyer, Jesse Spaulding and William Wilson, not ex 
600. It is given out thatthe Philadelphia & Reading Com-| ceeding a certain sum. It is further stipulated that in case 
pany, which works this road, will pay half the cost, if the | of the failure of the parties of the second and third part to 
| other half can be raised along the line. enter upon the construction of the three roads within six 
é ; a Pe _ months and complete it within a reasonable time, then all 
Northwestern Grand rrunk,— he stockholders Of | rights of the party of the first part shall revert to him, Fur 
| this company, the Michigan Railway Company, the Indiana | ther stipulation is to the effect that the party of the first 
Railway Company and the Chicago & Northeastern Com- part shall, within three years from this date, construct a line 
pany were to meet in Detroit, Jan, 23, for the purpose of | of railroad from the point of connection last named near 
consolidating all the companies into one, which shall own) Wausau: that all business passing over the line of said party 
the whole Grand Trunk line, from Port Huron to Chicago. of the first part, and over the lines of the parties of the sec 
Ohio & Mississippi.—Receiver King reports fur Decem ond and third parts, shall be pro-rated, This memoranda 
ber as follows: 'was madein New York, Dec. 16, and signed by the St. 
Paul astern Grand Trunk Kailway Company, by Thad. C. 
Pound, President; the Milwaukee, Lake Shore & Western 
Railway Company, by F. W. Rhinelander, President, and by 
Total - _. $888,869.04 | the Wisconsin & Minnesota Railway Company, by Edwin 


Total stock and debt $129,846. 807.1 
Operating expenses unpaid 


Connecting lines 








New York, West Shore & Chicago,—This company 
still survives enough to make trouble, a suit having lately 
come up in the New York Supreme Court wherein Carl 
Wertheimer and Bernard L. Gompertz, of Amsterdam, Hol 
lavd, as stockholders of the Continental Railway & Trust 
Company, which had a contract for building the road, seek 
to make that company account for #2,738,000 bonds of the 
New York, West Shore & Chicago Company received by it. 





| 





Balance on hand Dec. 1 : . $330,018 07 
Receipts from all sources : vies DOB847 87 


Vouchers prior to Nov. 8, 1876 . $9,474.30 Abbott, President: the commissioners held a meeting at the 
Vouchers since Nov, 8, 1876 ; .. BIS BIL 24 Tremont House, Chicago, on Dec, 20, and made their award, 
Pay-rolls and arrearages ' W22,181 22 and onthe 9th of January the St. Paul Eastern delivered 


440,006.76 | the papers referred to, I have thus been minute in details as 


$408,859.18 | iS Necessary toa clear understanding.” 


Balance Jan. 1 ous 

The receipts exceeded the disbursements by $78,841.11 San Antonio & Mexican Border.—This company has 

for the month, : been organized at San Antonio Tex., to build a railroad 

The United States Circuit Court has refused the motion to | from that city to some point on the Rio Grande, The com 

appoint a separate receiver for the Springfield Division, but | pany will ask aid from Congress. on the ground that the re wad 
has made an order directing the Special Master to inquire | is necessary for military purposes. 


into the management of the road, the Receiver’s policy to- . —— rl in 1879 i 

ward the Springfield Division and the Alstribution of earnings oe See te hata Seeman tiem Poked to Hich 

and expenses; the Master to make a full report to the Court. Fo ies: it bought the Santa Cruz & Felton road, n 
Pittsburgh & Butler.—This company is organized to| miles long, to form a part of the southern extension of | 


) 





the news that the Louisville & Nashville has not only 


build a narrow-gauge road from Butler, Pa., southwest to} road, and extended its old line to meet it for 12°) tiles out 
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of the 14 from the junction. This ineludes the great tunnel, 
of which 500 ft. remain to be excavated, By April the 
company expects to run trains through from San. Francisco 
to Santa Cruz. 


Southern Pacific.—This company recently bought the 





The number of barrels of flour carried from Albany was 
1,928,106, of which 1,145,226 went to Boston 

The general balance is as follows: 
Stock .... 
Bonds...... we cans z 
Dividends and rentals due 


pear less formidable upon thorough investigation. Under 
these circumstances, the directors have thought it wise to 
avail themselves of the opportunity to sell the company’s 
| interests in these flats to the New York & New England 


. 20,000,000 .00 ¢ . 
Railroad Company, the purchaser to assume all the obliga- 


7.€00,000 .00 
837,500.00 








~ Se OTT TITTLE TTT Le tions of this company under existing contracts. Negotia- 
Monterey & Salinas Valley road, a narrow-gauge line rur-| Accounts aud balances.... 168,201.80 tions are now pending with the agents of the commonwealth 
ning from the old town of Monterey due east to Salinas | Improvement fund. 450,000.00 | for the settlement, so far as is practicable at the present 
City, 1819 miles. It was in very bad condition, and instead | Profit and loss 2,491,224-00 | time, of all unadjusted matters connected with these flats. 
of rebuilding it the company has built a new branch, leav- Sates $30,946,925 .80 
ing the main line at Castroville, eight miles north of Salinas, |}, |... 4 ee al eter a Delaware. 
and running southwest 15 miles to Monterey. By the new | Pristecs improvement fund 50,000.00 <a0 
line the distance from San Francisco to Monterey is 125 | Gash, materials and receivables 1,869.547.12 This company owns a line from Delaware Junction, Del., 


- $0,946,925.80 


south to Delmar, 84.25 miles: the Smyrna Branch, 1.25 
The income account for the year was as follows: 


miles, against 1361; by the old route. Trains began to use 
i | miles; a branch from Townsend to Massey’s, 9 miles, and 


the new road Jan. 11, andare nowrunning regularly over it, 





Texas & Pacific.—At a specia! meeting in Philadelphia, 


Jan, 20, the execution of a mortgage on the extension of the 
road from Ft. Worth to El Paso was finally approved and 


ratified. 


Toledo, Peoria & Warsaw.—Receiver Hopkins reports 


to the Court for November and December as follows: 


Balance on hand, Nov. L...............- 5 pinay Sab $43,757.51 

MOVOUIDSE TOCSNIB sc iccccceconstibererdotocadesoncsos 157,803.44 

December receipes .. ...cscccoeccrersrrcececssevesesses 159,714 84 

GE... . ashes cknatawe Seth aka vam $361,365.79 
November disbursements.......... . 8206, 188.07 
December dishursements................. . 122,591,397 

—.—-— 328,779.44 

Balance, Jan, 1.............66 rt VE. PEEVE $32,586.35 


November disbursements exceeded the receipts by #48,- 
204.68; in December the receipts were greatest by 837,128.47, 
making an excess of disbursements over receipts of $11,- 
171.16 for the two months. 


Union Pacific and Kansas Pacific Consolidation. 
~—It is stated that negotiations are in progress for the con- 
sclidation of these two companies, and it is believed that 
they are nearly completed. Details of the proposed agree- 
ment have not been made public as yet, but it is reported 
that a stock dividend will be made to the Union Pacific 
stockholders to equalize values, and that the stock of the 
consolidated compauy will be issued share for share for that 
of the old companies; the bonded debts of both to be as- 
sumed as they now stand. 


Wabash Line.—This freight line is to run over the 
Boston & Albany, the New York Central & Hudson River, 
the Canada Southern, the Great Western of Canada, the 
Lake Shore & Michigan Southern, and the Wabash, St. 
Louis & Pacific, between points on the last named road and 
Eastern points. Its cars will be apportioned between the 
Red Line and the Canada Southern Line (old freight lines), 
and for the first lot of 4,600 each company will supply as 
follows : 


To Red Line. ToC. 8. Line. 
Watash, St, Lou's & Pacific................ 70 750 
N.Y. Cen. & Mudson River........ ........ 750 750 
Lake Shore & Micaigan Southern... . now ave 
Cawda Sonthern | £00 
Groat Wemtsiess § A herr eveeerresses ; 
Hoston «a A: UaADy.... 200 200 


Totals Covccdeooceceses SOOO 2.300 
This indicates that it is expected that one-half of the Wa- 
bash traflic will go by the Lake Shore between Toledo and 
Bnifalo, and one-half by the two Canada roads, the Red 
Line being a Lake Shore line, 


Wabash, St. Louis & Pacific.—The Clarinda Branch 
is now completed, and will be opened for business shortly. 
It leaves the Omaha Extension at Roseberry, Mo., 143 miles 
from Brunswick and 80 from Council Bluffs, and runs north- 
ward through the Nodaway Valley to Clarinda, Ia., a dis- 
tance of 22 miles. It is expected to bring a considerable 
local business to the road. The route seems to be almost 
precisely the same as that of an extension recently credited 
to the Chicago, Burlington & Quincy. 


Waxahachie Tap.—Surveys are being made for an ¢x- 
tension of this road from Waxahachie, Tex., westward to 
Cleburne, about 35 miles, The road will be built in the in- 
terest of the Houston & Texas Central, and is probably in- 
teided to head off the proposed Dallas, Chibaves & Rio 
Grande road. 


Westboro.—It is proposed to build a short line from 


Westboro, Mass., north to Northboro on the Old Colony’s 


Northern Division. 
once. 


A survey of the road is to be made at 
The distance is about four miles. 


Western Counties.—In pursuance of the notice given 
some time ago, and in 
the Windsor Branch by the government, this company 
on Jan. 15 withdrew all trains from its road between 
Digby, N.8., and Yarmouth. The Windsor Branch road 


was given to the company as part of the subsidy for 


building the new road, but the government reclaimed it on 
the ground that the road had not been completed according 


to contract. The Western Counties road from Digby to 
Yarmouth bas only been open about a month, and the 17 


miles from Digby to Annapolis are still unfinished. 


Wilmin 
held in Baltimore, Jan. 21, the bondholders received the re- 
port of the Purchasing Committee, 


bonds will be issued to the amount of *1,600,000, bearing in- 


ogy at the rate of 6 per cent. per annum, payable in gold. 
e 


certifie ites, #1,000 in new bonds and six shares of stock, 


ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 


ume of the Railroad Gazette : 





consequence of the transfer of 


on, Columbia & Augusta.—At a meeting 


They then proceeded to 
organize a new corporatio on the basis heretofore agreed 
on. The company will begin with 960,000 capital stock, and 


lan of re-organization will give to every holder of 
82,000 worth of old bonds, with accompanying Coupons and 


Net earnings ooctbvess sosetey 100,038, 78 

Interest... . $470,000 

RR Si ien J 6 s're ee 75,000 

Dividends, 8 per cent 1,600,000 

Improvement fund 450,000 
2,595,000.00 








Balance for the year. $108.638.78 
Surplus from previous year 


counts ... 


. 2,382,585.22 
Total surplus ; ave .- %2,491,224.00 

An aggregate of 426,733,120 passengers or tons of freight | 
carried one mile in 1879, against 430,930,523 passengers or 
tons of freight carried one mile in 1878, 

The cost of transportation for each passenger and each ton of 
freight one mile this year has been 0,705 cent, against 0.829 | 
cent in 1878. 

The total number of tous moved the past year has been 
2,738,C96, against 2,642,555 in 1878 

There has been an increase of 95,541 tons of freight moved 
over the quantity moved in 1878, and a loss of 4,223,774 
tons moved one mile; which indicates an increase and im- | 
provement in the local, and a falling off in the through busi- 
ness, | 

The total number of passengers carried is 1,481 less than in 
1878. 

The low rates which have mostly prevailed for both | 
freight and passengers during the year have reduced the 
gross receipts from all sources $205,070,05 below the income | 
of 1878, The saving in expenditures has been exceptionally | 
large, amounting to $690,172.69, showing a net gain of | 
$484,102.64, The profit or excess of the proceeds received 
from the sale of old rails, over and above the sum at which 
they stood in the inventory, amounting to 95,400, will re 
duce the actual saving in expenditures to $594,772.69. | 
With the increased business to which we may now confi- | 
dently look forward, and of which we are now receiving the | 
benefit, increased expenditures will be necessary. Fortu 
nately, the condition of the road and its equipment are such, | 
that the operating expenses have been reduced and can be | 
kept at a point which would not have been thought possible | 
a few years ago 

The cost of transporting one passenger and one ton, per | 
mile, has been ,\24, about of a cent less than in any 
former year. 

Various improvements and additions have been made to 
the property during the year, at an aggregate cost of 3165, 
157, all of which has been charged to maintenance and re 
pairs. 

The damayes caused by the flood in the Westfield River, 
in December last, have been repaired at a cost of %20,713.97. 

Twelve and ,), miles of steel rails have been laid during 
the year, The whole of the main road is now ijaid with steel 
rails, and 24 miles on the branches and side tracks. The 
sidings and other tracks have been increased 8.30 miles 
The road-bed, including tracks, is in a better condition than | 
ever before, and will compare favorably with the best. 

It is proposed to build a new passenger depot in Newton 
ville during the present year. 

The sale of old rails bas reduced largely the account for 
materials, but it has enabled us to pay the whole unfunded 
and interest-bearing debt, with the exception of the single 
item on account ef South Boston flats 

The surplus of gross receipts over and above expenditures, 
dividends and interest, including the profit on the sale of old 
rails above the inventory, but not the appraised value of the 
iron, after deducting uncollectable accounts, is $516,163.58. 
It was not thought expedient to carry so large a sum, ina 
single year, to profit and loss account, nor to dispose of it by 
increased dividends. In view of the necessity of expending 
a considerable sum during the present year for new freight 
houses and a new passenger house in Boston, and in order to 
place this surplus where it will be available for any other 
scheme of improvement which the interest of the company 
may require, the sum of $450,000 has been set aside and 
constituted an improvement fund, which sum has been paid 
over by the treasurer to a committee of directors, and is now | 
held by them as trustees, subject to the order and disposal 
of the board. 

No satisfactory 


or 


results have attended the propositions 
which have been considered for the use of the Providence 
station by the two companies, or by a consolidation of the 
two companies. Two alternative propositions were sug- 
gested by President Whitney in behalf of the directors of bis 
company, for our consideration, Ist. The Boston & Albany 
road to lease one-half of the premises of the Providence roars 
upon terms to be fixed by referees, 2d. A consolidation ot | 
the two companies upon the basis of share for share of stock. | 
Neither of these propositions met the approval of your | 
directors, and all further negotiations have been suspended. | 

It has now been determined to locate a new passenger | 
station upon the block of land owned by the company, | 
bounded by Lincoln, Kneeland and Utica streets, upon which | 
the large brick freight house, known us No. 1, now stands, | 
utilizing that building, so far as it can be adapted to the 
peepee. The scheme will necessitate the erection of new | 
freight houses on Albany street to supply the place of No. 1 | 
house. One of these freight houses is nearly completed, and 
some progress has been made in preparing the foundations | 
for the second. Both of these freight houses must be com- 
jleted before work can be commenced upon the passenger 
rouse. It is expected that the whole work can be accom 
plished during the coming year. 
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Boston & Albany. 


The earnings and traffic statistics of ‘this road as reported 
ending Sept. 
nmented on, 
_ Below we give the substance of the directors’ report to the 

steckhoiders, repeating the earnings and expenses for the 


to the Massachusetts Commission for the year 
30, 1879, have already been published and cor 





year. nite period, but it is thought better to purchase outright | 
The earnings and expenses were as follows: and own it absolutely, and the directors have filed with the | 
1878-79. 1877-78. Inc. or Dec, P.c Secretary of the commonwealth notice of their intention to 

Earnings................ $6,427,463 $6,633,533 D.$206,070 4.1 apply for legislation to authorize the purchase of the 
Expenses 3,723,824 4,413,007 D. 690/173 15.7| Property. The obstacles in the way of connecting the 
—— | Boston & Albany road with the South Boston flats 

Net earnings...... 2,703,639 $2,219,636 1. $484,103 22.0) have not been removed by time, and do not ap- 


where it connects with the Vermont & Massachusetts, now 
leased to the Fitchburg road. The total cost of the road and 
equipment was 41,687,841.34, of which $816.480 was repre 


funded debt. 


The entire stock and unfunded debt have been 
sunk. 


The whole property is in the market to-day, and is 





| cepted by that company as a 


| past 


| cent 


|of 13.17 per cent. 


} Premiums for improvements 
sented by stock, 8600,000 by bonds and $271,361.34 by un- | 


offered to your company for something less than %450,000. | 
Under the existing law, the road can be leased for an indefi- | 


|one from Seaford to the Maryland line, 6 miles, making 


100.5 miles. The Massey’s Branch is leased to the Queen 
Anne’s & Kent, and the Seaford Branch to the Dorchester & 
Delaware, leaving 85.5 miles worked. The road is leased to 
the Philadelphia, Wilmington & Baltimore for 30 per cent. 
of the earnings: the lessee pay; all interest and 6 per cent. 
dividends, a deficit in any year to be repaid from the earn 
ings of future years. 


For the year ending Oct. 31, the train mileage was as fo! 








lows: 
° 1878-79 1877-78. Increase, P.c 
Passenger. . 134,742 130,499 .243 3.5 
Freight 190.270 138,480) 51.781 37.6 
Service $151 3,460 691 19.8 
Totals... 329.1638 272.448 56,715 21.0 
During the year the lessee laid 518 tons of steel rails and 
$1,329 new ties. 
The earnings for the year were as follows: 
1878-70) 1877-78 Inc, or Dee. P.c 
Passengers $141,158.32 $140,408.05 1. $750.27 80.5 
Freight 296.9054 11 715,184.59, ’ a2 38.0 
Other. 10,250.28 9.987.490 I, 9 2.6 
Totals.... $448.362.71 $395,580.13 1. $82,782.58 22.9 
Paid lessee 70 per 
cent, for working. 315,853.90 255,906.09 1 17,947.81 22.9 
Net earnings $134,508.81 $109.674.04 1. $24,834.77 22.9 
Interest and divi 
dends paid = by 
lessee 3 132,339.45 132,758.00 D, $18.55 0.2 
Surplus $2.169.36 Re 
Deficit $23,083.96 
Gross earn. pe y 
mile or 5,244.01 $275.79 1 $968.22 22.0 
Net earn, per mile Lago 1,282.74 J 290,46 22.9 


During the year the sinking fund increased $10,330.17. 
making it 856,261.67, The report says: 

“The bonds of the extension mortgage due Jan. 1, 1880 
have been provided for by the sale of the securities held by 
the Trustees of the sinking fund and also by the sale of six 
notes aggregating *42.000 of this company, guaranteed by 


Philadelphia, Wilmington & Paltimore Company, and 
| payable in sums of 87,000 yearly with interest during the 
next six vears, and by a small temporary loan. It is esti 
mated that the accunnula ihe sinking fund hereafter 
will pay these notes as they become due, and leave a small 

| surplus at theend of six years 
“The contract between this company and the lessee, 
whereby 70 per cent. of the gross receipts were to be ac 


il and fair payment of the 
expired by limitation, a new one 
has been entered into hry 1 two companies to the same ef 
fect. for the period of t from Oct. BL, 1879. 

The construction account has been increased during the 
year by the the lessor and lessee to the 
amount of $9,282.48 upon which the lessee is to pay 6 per 
per annum to the lessor. 

“The main items making up this amount consist of the 
difference in cost between steel and iron rails, new fencing 
and extensions of sidings at Weodside, Harrington and Sea 
ford station.” 


operating expenses, havin 


consent of 


Burlington & Missouri River in Nebraska. 


This company makes public the following statements'of its 
operations for 1879 : 

The average mileage of 1879 was 442.03 miles, against 
376.31 miles in 1878, an increase of 17.46 per > cent. 
The tonnage was 487,105.50 tons in 1879, against 
879,879.48 in 1878, an increase of 28.20 per cent. 
Though the earnings for the year were seriously 
affected by the low rates prevailing for five months to 
Kansas-Missouri River points, they reached the sum of 
$2, 160,926.36 against $1,909,518.84 in 1878, an increase 
The net earnings of 1879 were 31,417,- 


| 091.12 against 81,244,829.66 in 1878, an increase of 13.84 
| per cent. 


The earnings for the year were as follows : 





1879 1878 Inc. or Dee, PL ec 
Gross earn 
ings $2,.160,926.36 31,909,518.84 L. $251,407.52 13.2 
| Expenses.... 661,798 20 592,343.50 1, 69,454 70 11.8 
Taxes 8.036.904 72,345 50 1 9,691.35 13.5 
Total 743,835 .23 $664,689.18 I. $79,146.05 11.9 
Net earns $1.417.003.13 $1,.244.829.66 1. $172,261.47 14.3 
Gross earn 
ings per mile LSS OS 5078.51 D IkO 52 3.8 
Net earnings 
per mile.... 3.20600 310.72 D 104.63 38.2 
Per cent. work 
ing exps 0.6" 31.02 D 0.40 1.3 
Per cent, exps 
and taxes B44” 34.80 D 0.38 1.1 
The decrease in earnings per mile was to be expected, and 
is very small considering the large mileage of new road 


worked, 
The Land Department gives the following trial balance : 


Lands sold—1,574,.802.06 
Interest to accrue on contracts 
Forfeited payments... 

Special deposits 

Extra interest and rent of lands 
Town lots 


ner $8,556, 782.42 
2,495,788.50 
$95,817.58 
96,°01.52 
€2.673.49 
2,941.04 


$11,710,204.55 


Total 
Expenses : 
Taxes, commissions and all other dis 
bursements 


‘ #2.091,904.19 
Discounts allowed 


191,900.48 

264,230.01 
Assets : 

Due of principal on 9,574 sales .. 

interest ? 

Other good assets 

Paid Assistant 


5,816,528, 15 


Treasurer... 





4.04 

$11,710,204.55 

Sales in 1879 were 177,095.11 acres of South Platte lands 
for $1,266,458.68, and 192,336.79 acres of North Platte 
lands for $821,053.01; a total of 869,481.90 acres for 
$1,587,511.69, being an average of $4.30 per acre. There 
are on hand unsold 283,582.45 acres of South Platte lands 
and 508,499.58 acres of North Platte lands, and 8,387.23 
acres are due from the United States. 











